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In consequence of Christmas, next week's 
THe Ramway GAZETTE will be published on Tuesday, 


December 21, three days earlier than usual 








The Scottish Railway Collision 

NCE again the exception of a dramatic railway acci- 

dent proves the rule of railway safety. In the dark- 
ness of last Friday afternoon the L.N.E.R. express which 
left Waverley station, Edinburgh, at 4.3 p.m. for Glasgow, 
ran into the rear of a Dundee train due in Glasgow at 
4.51 which had been stationary for several minutes near 
Castlecary station. Much damage was done to the rear 
of the Dundee train and the front part of that from 
Edinburgh, and 35 persons lost their lives. This is the 
highest death roll in a British railway accident since the 
Gretna disaster of 1915. Only two days before there had 
been a debate in the House of Lords about the terrible 
death roll of our roads, amounting to some 6,000 a year, 
compared to an average on the railways from 1925 to 1935 
of only 326 a year, including passengers and employees. 
We have no information yet as to whether the driver of 
the Edinburgh train missed his signals, or the signals 
themselves gave a wrong indication. Either circumstance 
is extremely rare. The former could be completely 
avoided only by automatic train control, and a general 
use of track circuiting would remove the risk of the latter. 
The extent and nature of the wreckage has, of course, 
igain raised the question of wooden-bodied versus all- 
metal rolling stock, which, like that of A.T.C., is mainly 
one of cost. Given unlimited funds there is no doubt that 
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the present high standard of safety on the railways could 
be raised still further, just as the standard of safety on 
the roads could be enhanced enormously if money were 
no object. With the means at their disposal, however, 
the railways are constantly undertaking improvements that 
do in fact still further promote safe travel. 

* * * * 


President Roosevelt and the U.S. Railways 

The importance of the United States railway position 
was clearly demonstrated when President Roosevelt made 
it the subject of his address at a press conference at the 
White House on December 10. Discussing the depressed 
condition of the railways generally, he emphatically de- 
clared that though he wished to avoid Government owner- 
ship, drastic steps would have to be taken to adjust their 
financial position. Railway receiverships could not, he 
pointed out, continue without such adjustment, and there- 
fore the sooner a final decision upon freight rates was 
reached the better. He announced that he had discussed 
the question of Reconstruction Finance Corporation loans, 
but he warned his audience that they would be small and 
made only temporarily to a few railways pending the 
result of the freight rate case. The President said there 
was no intention of appointing a new Federal Co-ordina- 
tor of Transport. He went on to express the opinion 
that, in the absence of a specific or definite plan by the 
administration for dealing with the problem, the Inter- 
state Commerce Commission should prepare a compre- 
hensive scheme to preserve the solvency, private manage- 
ment and ownership of the railways. This announcement 
in general, and in particular its indication of policy favour- 
ing the retention of private as opposed to Government 
ownership, is of unusual importance at a time when 
another great republic is on the point of seeking a cure 
for similar ailments in the introduction of a national rail- 
way system. 

* * * * 


The Week’s Traffics 


The returns for the past working week show a com- 
bined increase for the four main-line companies of 
£132,000 as compared with the corresponding period of 
last year. To this figure coal contributed £65,500, pas- 
sengers £34,000, and merchandise £32,500. The com- 
bined total receipts for the 49 weeks are now £154,628,090, 
an increase of £6,616,000. Southern Railway merchandise 
traffic which has shown gains during the past few weeks 





has fallen £3,500, making the total decrease so far 
£38,000. 
49th Week Year to date 
Pass , &c. Goods, &c. Coal, &c. Total Inc. or Dec 
£ { £ £ £ 
L.M.S.R. 15,000 20,009 + 34,000 - 69,000 2,545,000 + 4°23 
L.N.E.R. + 10,000 7,000 + 23,000 40,000 2,141,000 4+ 4-yl1 
G.W.R. 3,000 9,000 8,000 + 20,000 1,250,000 + 5-12 
S.R. 6,000 — 2500 500 3,000 680,000 4+ 3°45 


London Transport receipts for the past week (before pool- 
ing with the main-line railways) amounted to £570,800, 
an increase of £5,900. Great Northern Railway (Ireland) 
traffics have decreased £300 and Great Southern £4,032, 
making the respective aggregate decreases £2,800 and 
£22,378. 

* * * * 


L.N.E.R. Abolishing Second Class 


It was officially announced on Monday night that second 
class accommodation will be abolished by the L.N.E.R. 
on January 1 on its London suburban services working 
in the Great Eastern and Great Northern districts. This 
step, which is being taken preparatory to the electrifica- 
tion of certain lines involved, represents the completion 
(with the exception of boat trains) of a process begun in 
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1875 by the old Midland Railway. In early years the 
social condition of the country required four or five dif- 
ferent classes, and the lowest class accommodation was 
often somewhat spartan. Legislation resulted in the pro- 
vision of closed carriages and daily trains at “’ parlia- 
mentary ’’ fares, but it was not until 1872 that the Mid- 
land Railway made all its trains available for third class 
passengers. Other railways followed, but the pace set 
by the old MidJand in abolishing second class accommo- 
dation some three years later caused much perturbation 
among the other railway companies, and it was only 
gradually that second class began to disappear. The 
Great Central followed in 1892, the North Eastern in 1899, 
the Great Western in 1910, and the Lancashire & York- 
shire in 1911; second class disappeared from the Scottish 
lines in 1894. In the London area second class facilities 
have been retained by the L.N.E.R. very largely as a 
special class for season-ticket holders and one result of 
the change on January 1 will be that third class season 
tickets are to be issued in the Great Eastern London 
suburban districts between all stations where those facili- 
ties do not exist today. The rates charged for such tickets 
will be generally less,than the current second class rates 
excepting where the existing second class season tickets 
are charged on an unusually low basis. 
* * * * 

Overseas Railway Traffics 

With a further addition in the past fortnight of £17,020 
to its aggregate receipts, the Buenos Ayres Great Southern 
Railway retains almost unchanged the rate of progress 
noted in our issue of December 3. The Central Argentine 
decrease on the aggregate is now £47,282 greater than in 
the twenty-second week, and the Buenos Ayres Western 
has fallen back by £8,256 compared with its position a 
fortnight ago. 


No.of Weekly Inc. or Aggregate Inc. or 





Week Traffics Decrease Traffic Decrease 
£ £ £ 
Buenos Ayres & Pacific 24th 78,164 — 9,508 1,877,483 + 51,882 
Buenos Ayres Great Southern 24th 139,330 + 16,006 2,946,464 + 229,944 
Buenos Ayres Western .. .. 24th 46,526 + 1,822 1,088,152 + 95,393 
Central Argentine 24th 124,302 — 23,572 3,022,317 — 286,020 
Canadian Pacific 49th 571,200 + 10,000 27,136,000 + 1,312,800 


Bombay, Baroda & Central India 36th 243,225 34,275 6,007,125 4+ 321,300 


Canadian Pacific aggregate figures have improved by a 
further £92,600 in their comparison with 1936. 
* * * * 

Rail Service in Planned Cities 

In a paper entitled ‘‘ The Form and Function of the 
Railway in the Cities of the Future ’’ read before the 
Permanent Way Institution (London) on December 8, Mr. 
Roy V. Hughes presented a view, based on logical ideals, 
of how the railways should serve the commercial, in- 
dustrial, and social needs of the communities of planned 
cities. EEmphasising the fact that his address was in the 
nature of a convenient collection and review of a number 
of well known facts and theories, after elaborating each 
of these, he summarised them as follow: Different classes 
of traffic should be segregated as the main railway lines 
enter the urban areas of cities. On the passenger side, the 
long-distance passenger station should be situated just out- 
side the commercial centre of the city, which would how- 
ever, be fully penetrated by local trains. There should 
also be a subsidiary station serving the city airport. The 
main and local lines should be planned as complementary 
networks, properly connected but in no way competitive. 
On the freight side the cities of the future would have 
industrial estates, segregated from the residential area and 
served by a system of sidings and by a suburban passen- 
ger railway. There would be a central goods station, and 
rail-connected wholesale markets adjacent to the central 
area of the city. Just outside the built-up area would be 
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a goods. belt line with marshalling yards, and goods and 
mineral stations in each group of suburbs. Outside the 
city too, complicated junctions would be gathered into 
compact groups, so that only one main line traversed the 


city, with little breaking up of the street systems. Mr. 
Hughes expressed these and other features of his railway 


plan as ‘‘ somewhat academic ”’ in view of the fact ‘hat 
the town planner never has the task of planning and b 
ing a city on a virgin site. Perhaps he will in the fut 
though. A diagrammatic representation of the gist of 
Mr. Hughes’s scheme appears on page 1187. 
* * * * 

Belgian King in Train Cinema 

As the L.N.E.R. London to Leeds express ran thr 
Hadley tunnel the other day, H.M. King Leopold of 
Belgians paid his shilling, the regular price of admission 
and entered the Pathé cinema car. The King was acc: 
panied by the Queen Mother, the Duke of Portland, the 
Count de Grunne, Chamberlain to the Queen Mother, and 
the Countess de Baillet Latour, her Lady-in-Waiting. His 
Majesty saw the Pathé Gazette and was considerably sw 
prised when an item appeared showing him on a recent 
visit to this country inspecting a regiment of which he 
is Colonel-in-Chief. He was delighted and turning to his 
mother exclaimed, ‘‘ Did you see me just then? ”’ It will 
be recalled that the cinema car was inaugurated over two 
years ago and was officially declared open by Mr. J. H 
Thomas. Some 12,000 performances have been given to 
date, but this marks the first occasion on which a king 
and queen have become its patrons, although many 
celebrities have spent an interesting time in the car, in 
cluding the Princess Royal and the Duke and Duchess 
of Kent. Non-inflammable films are used in a special 
type of projector, known as the Bifograph, which has a 
particularly wide range of sound. King Leopold ex 
pressed great interest in the fact that, although the train 
at times travels at 80 m.p.h., there is a notable absenc: 
of vibration and exterior noises. 


* * * * 


The Art of Administration 


The best work is done by the person who takes a joy 
in doing it. The mature artist needs no supervision, indeed 
can tolerate none. He is his own taskmaster. In develop- 
ment to maturity, the less supervision the fuller the 
development. It is an error to suppose that artists are 
only those who paint pictures or carve statues or compose 
music. Administration is an art too, but all too few 
administrators are mature artists. Many, forced by the 
existing economic system into niches they do not fit, can 
never give of their best. But in any case, it is a sound 
working principle to specify results required and leave 
the selection of method so far as possible to the party 
made responsible for producing the results. Success in 
the art of administration depends upon respect of this 
principle, which involves the judicious delegation of 
authority and the recognition of individual responsibility. 
One of the advantages of small organisations, such as most 
of the British railways before the amalgamations, is that 
centralisation, with its dead-hand effect, has little scope; 
and the only hope for the consumer in an age of vast 
monopolistic institutions is that, within the monopoly, 
authority is widely delegated, and the individual made re- 
sponsible for results. It is finally for the consumers as 
a body to see that their institutions serve to supply thei 
wants, but the responsible administrators of those insti- 
tutions should anticipate requirements. An important 
attempt to fulfil these principles of good administration 
on the French State Railways is given on page 1165 of 
this issue. 
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Southern Railway Non-Stop Relief Trains 
While the elimination of intermediate stops by Southern 
Railway Christmas relief trains does not involve such jong 
non stop runs as those on the L.N.E.R. announced in our 
issue of November 26, this method of equalising loads 
will considerably enhance the normal number of first-stop 
Bournemouth expresses on Christmas Eve. Relief por- 
tions of the regular 12.30, 3.30, and 6.30 p.m. Bourne- 
mouth trains will run to Bournemouth non-stop, while 
the daily non-stop schedule of the 4.30 p.m. will be 
duplicated, making five such runs in all. The three 
or four portions of the various trains—the first calling 
at one or no intermediate stations, and the remainder 
viding between them the service provided by the normal 
1etable—will follow each other at approximately five- 
inute intervals. Such spacing of relief trains is also 
Southern Railway practice in increasing what is normally 
regular-interval service. As was explained by Mr. E. J. 
Missenden, Superintendent of Operation, Southern Rail- 
way, in his contribution to the discussion on Mr. V. M. 
Barrington-Ward’s paper to the Institute of Transport on 
Modern Developments in Railway Operating Practice "’ 
reported in our issue of November 12), this is a feature 
of the summer Saturday timetables of the Portsmouth 
electric service. In this way the intervals between ex- 
presses in which trains serving intermediate points may 
un are not unduly reduced. 


1 
] 
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Modern Signalling in China 
The extent to which modern signalling equipment has 
n installed on some Chinese railways is well demon- 
trated in an interesting article in the Quarterly Review of 
Chinese Railways for July by Mr. H. C. Wang, formerly 
Signal Engineer to the Peiping-Liaoning Railway, a sum- 
mary of which appeared on p. 1030 last week. Mr. Wang 
‘ites: ‘‘ Signalling, like any other profession, requires 
he service of trained men. In medicine every patient 
must have individual diagnosis and treatment. Patent 
medicines that claim to cure all diseases are nothing but 
What is true of medicine is also true of signal- 
ling. All the signal schemes which have been here des- 
cribed are therefore not meant for wholesale adoption 
vithout competent counsel. The key to success in any 
signal system of note depends solely upon its congruity 
vith the historical background, traffic conditions, work- 
shop facilities and other factors, economical, physical, and 
Locks of different patterns require indis 
pensably keys of different designs.’’ We agree with this 
view. The test of good signal engineering is the degree 
to which it accords with the general principles pro- 
pounded by Mr. Wang, and gives the most efficient results 
operating, technical and financial—obtainable in any 
eiven set of circumstances; to weigh all the considera- 
tions thereby involved requires a trained man. The 
P.-L.R. is now entirely in Japanese hands, being partly 
in Manchukuo and partly along their first line of advance 
into China during present hostilities. 


y 


fakes. 
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* * * * 


Single Line Token-Exchange on the L.M.S.R. in 

Scotland 

The different conditions under which trains pass from 
one section of single line railway to another afford a 
striking contrast between the primitive and the scientific in 
railway operation. Drawing attention to this, On Time, 
the journal of the L.M.S.R. Operating Department, men- 
tions the very appreciable saving in train time which the 
use of mechanical token exchanging apparatus permits in 
comparison with the hand method. This factor is one of 
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particular importance in relation to punctual running on 
the L.M.S.R. Northern Division, where there are about 
930 miles of single line worked on the electric token block 
system; nearly 538 miles of this total are equipped with 
automatic exchange apparatus, as follow:—Manson’s 
apparatus: On the former Highland Railway, about 340 
miles, with 154 exchange posts; on the Callender and Oban 
line, about 78 miles, with 34 exchange posts; on the 
Stranraer and Castle Douglas line, about 57 miles, with 
23 exchange posts. Bryson’s apparatus: On the former 
Glasgow & South Western Railway, Girvan-Challoch Junc- 
tion, about 31 miles with 14 exchange posts; Dalrymple 
Junction-Dalmellington, Annbank-Cronberry, about 32 
miles, with 24 exchange posts. This leaves about 392 
miles of single track on which hand exchange is in opera- 
tion. 


Balancing Railway Carriage Wheels 

A number of the United States railways have found 
that the hard riding of passenger coaches can be remedied 
simply by turning the wheels, which are often badly out 
of balance, and that no further change in the springing 
arrangements is called for. In the case of the light high- 
speed trains, it was quite common practice to take a small 
finishing cut over practically the entire wheel, and grind 
the treads concentric with the journals, thus ensuring 
accurate balance of the wheels. In this connection, it is 
of interest that at the Mechanical Division Convention 
held a few months ago, a speaker pointed out that a 
l-in. flat spot on a 3-ft. 0-in. passenger vehicle wheel, 
rotating at a rate equivalent to 100 m.p.h. vehicle speed, 
produces a dynamic effect on the rail approximately 
equalling that of a 23-in. flat spot on a wheel of the same 
diameter revolving at a speed equivalent to 60 m.p.h., 
measured as the speed of the coach. This fact emphasises 
the vital necessity of giving special attention to rotundity, 
concentricity, and balance of the wheels used on passenger 
trains, especially those operating in the modern ultra 
high-speed services. It cannot be questioned that many 
harmful wheel and rail reactions under out-of-balance 
conditions exact their toll in damage to rolling stock and 
reduced serviceability, even though these reactions may 
be concealed to a certain extent by effective springing. 


* * * * 


Opposition Ostracised 

Elections are being made easier. Good results in the 
direction of saving time and sparing the electorate the 
mental anguish of indecision have been achieved in some 
countries by seeing that no voter has more than one 
candidate to choose from. Even where popular sentiment 
demands that the voice of opposition must be allowed 
to speak, it does not follow that any principles are violated 
if it cannot make itself heard. Such was recently the 
experience of Dr. Maniu, leader of the National Peasant 
Party in Roumania, who arranged to address his followers 
during a half-hour halt of his train at Cluj station, Rou- 
manian State Railways. He must have overlooked the 
fact that while it is the pleasure and privilege of staff 
to speak hard words on occasion about their employers, 
io hear these valuable personages disparaged by outside 
parties is usually distasteful. And so, every time Dr. 
Maniu spoke critically of the Government, its servants 
in the persons of the State Railways engine drivers at 
Cluj station performed stridently upon their whistles. 
Finally, the driver of Dr. Maniu’s train stemmed his 
oratory still more effectively by pulling out of the station 
ten minutes before time. The doctor was last seen seek- 
ing admission to the rear coach as it disappeared down 
the piatform., 
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Jubilee of the Signal Engineers 


THE Institution of Railway Signal Engineers was in- 

corporated in 1912, and has this month completed 
a quarter of a century of activity. It is true that an 
institution with almost the same name was founded two 
years earlier, but, for reasons with which we are not now 
concerned, it had to be brought to a close, and the pre- 
sent body formed from the membership of the earlier and 
short-lived one. The need for a technical body to bring 
together those engaged in railway signalling and com- 
munication work in Great Britain, distinct from official 
ones such as the old Association of Railway Companies’ 
Signal Superintendents and Signal Engineers (founded in 
1891), became increasingly felt in the early years of this 
century, possibly owing to the growing use of power and 
automatic signalling, which, it was plain to see, would 
eventually change altogether the methods of working on 
some sections of line, especially in suburban districts. 
rhe new institution, small though it necessarily was for 
a time, thus answered a real want and its future was 
ssured. Its foundation members were Mr. J. Sayers, 
lelegraph Superintendent, Midland Railway; the late Mr. 
A. H. Johnson, Signal & Telegraph Engineer, London & 
South Western Railway; Mr. H. W. Firth, Electrical 
Engineer, Great Eastern Railway; Mr. Charles Dutton, 
Signal Superintendent, Brighton Railway; Mr. W. C 
\cfield, Signal Superintendent, Midland Railway; the late 
Mr. R. J. S. Insell, Chief Assistant Signal Engineer, 
Great Western Railway, and the late Mr. A. T. Blackall, 
Signal [Engineer of the same line, who became the first 
President; the first Council was composed of the above 
named engineers and others occupying leading administra- 
tive positions in the signal and telegraph departments 
of the railways. 

Signalling was expressly defined in the Memorandum 
of Association as including ‘‘ the whole of the apparatus 
electrical, mechanical, or otherwise), methods, regulations, 
nd principles whereby the movement of railway or othe 
traffic is controlled,’’ a broad definition fully justified 
by the course of events. Road traffic signalling thus 
comes within the scope of the institution and has indeed 
already been the subject of papers before it, while marine 
signalling could presumably be similarly regarded. The 
war period, during which the chair was held by Mr. 
Arthur Hurst, naturally restricted the work of the insti 
tution, but with the return of better times the member 
ship grew and the chair passed annually in turn to a 
number of well-known engineers, both of the railway 


world and signalling industry. Of these Mr. W. J. 
Thorrowgood, Mr. R. J. S. Insell, and Mr. R. G. Berry, 
have passed from the visible scene. A glance over a 


volume of the Proceedings today and comparison with one 
of 20 years ago shows how the institution has increased 
in usefulness and prosperity. The long list of papers 
read, with discussions, covering a very wide range of 
subjects, and the presidential addresses, form a_ collec- 
tion of material, the greater part of which must always 
be very useful for reference, while the work of members 
who have served on committees, such as the Three Posi 
tion Signailing Committee, whose work has had a marked 
influence on practice in this country and elsewhere, or 
as representatives on committees of the British Standards 
Institution, forms a valuable contribution to the advance- 
ment of safety in railway operation. 

On several occasions the institution has held summer 
meetings abroad, in France, Belgium, Holland, and, 
this year, Germany, inspecting installations at the invita 
tion of the principal railway administrations, and num- 
bers among its members and honorary members names 
prominent in signalling, both on the Continent and in 
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America. It has many members in the Colonies and 
Dominions, and a local section in South America. Under 
a bequest of the late Mr. Thorrowgood it is making an 
important contribution to the improvement of edu n 
for the railway service, while it is also building up a 
library that is steadily growing more comprehensiv: 
useful. Railways today are facing very different prob! ms 
from those confronting them when they were thé 
means of rapid transit. To meet them satisfactoril 
quires the application of the latest scientific know! 

to signalling—in the wide sense above spoken of—as 

as to the other branches of railway operation, making 
interchange of knowledge, experience, and opinions among 
those concerned more and more necessary. The Inst 
tion of Railway Signal Engineers, which has alread) 
served well of the railways and the signalling profes 
during its first 25 years, has therefore even more valuall 
work still to do, and carries with it our best wishes f 
successful future. 


* * * * 


Austrian Federal Railways in 1936 


HE annuai report of the Austrian Federal Railways 
for 1936 shows that the improvement which miglit 
have been expected from the increased industrial activi 
on the Continent has not yet materialised. Operati 
receipts amounted to 409-8 million schillings, of whi 
391'8 millions were traffic receipts proper, compared with 
410°8 and 394-4 millions respectively in 1935, transport 
tax being substracted in both cases. Until 1935 inclusive 
the proceeds of this tax were left in the hands of th 
railways, but last year they had to be paid to the treasury 
the amount being 17°3 millions. The operating deficit 
was 45°3 million schillings against 38-2 millions for 1935, 
and the total deficit on the undertaking, after meetit 
all interest, depreciation and other charges, was 86-6 mil 
lions against 87-2 millions for the previous year. Thus 
the improved economic and trade conditions in the 
country have not yet led to improved receipts, a small 
deciine being experienced, as in the case of a few other 
Continental administrations. The improvement in goods 
receipts felt in 1934 and 1935 did not continue while pas 
senger and parcels receipts dropped once more; the total 
was unfortunately the lowest experienced since the Federal 
Railways were constituted. The percentage drop in the 
year, 0-7 per cent., which had been improving of recent 
years, showed no material change. Total goods receipts 
were 261°3 million schillings, or 1°6 millions—0-6 pet 
cent.—lower than in 1935. This was entirely attributable 
to inland traffic, for which fewer wagons were called for, 
export and transit traffic improving and helping to meet 
the difficulty; here the greater average length of haul 
played a beneficial part. Import traffic declined to some 
extent. These results accorded with the tendencies regis 
tered in trade movements, especially in the drop in home 
consumption of a number of articles. Results recorded in 
the present year, however, lead one to hope that the un- 
satisfactory position of 1936 will not be repeated. 

It is only through a material increase in receipts that 
any appreciable improvement can be expected, there being 
now little possibility of further reducing working expenses. 
A reduction of 191-5 million schillings was effected between 
1929 and 1934, but in the last 2 years some increase has 
been unavoidable, as essential modernisation and renewal 
work has had to be carried out. Costs of materials have 
so far risen very little, the supply of many being covered 
by agreements, and the increase in wages and salaries 
was negligible, while pension charges fell. There is some 
doubt, however, whether the peak burden of pension 
charges has been passed; changes in the age levels of som: 
sections of the service may lead to another, though tem 
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porary, rise in the near future. There were 51,071 persons 
employed, against 51,844 in 1935. The employees’ own 
sickness and other social service funds are in a good con- 
dition. The improvement in the total deficit is due to 
repayments having reduced earlier interest charges, to 
rcduced payments to subsidiary concerns and lower depre- 
ciation charges. Nevertheless the undertaking is still due 
find some 11-9 million schillings to make up the normal 
tribution to renewals account, based on the estimated 
ue of the property and its working life. The treasury 
again assisted to a moderate extent with funds for 
ain productive improvements. Some 14 million schil- 
*s have been expended from the new works account, 
chiefly on civil engineering work. Funds provided by the 
State to cover the deficit and previous debts amounted to 


998 million schillings, rather less than had been estimated 
for in the national budget. 


Several changes in organisation have been made, chiefly 
n the purchasing department, with a view to more efficient 
use of money spent on materials. Coal costs increased, 
t improved methods led to a fall in sleeper impregna- 
tion charges. Much scrap was effectively disposed of. 
Suggestions for improved operation were invited from the 
taff and many useful ones received. The special electrical 
epartment at Innsbruck was closed, following the com 
pletion of electrification on certain routes. Many services, 
passenger and goods, were accelerated, chiefly on interna- 
tional connections, resulting in a day’s saving on some 
east—west goods services. This also benefits the hom«e 
traffic to some extent. Considerable improvements have 
been made to rolling stock and the methods of main- 
tenance, resulting in much better user, and less stock is 
iow required for the same traffic, while new goods rates 
nd improved customs facilities at frontiers have met with 
uch approval. Several stations have been rebuilt, and 
t Linz the level crossings that were such a hindrance 
rmerly have been eliminated. Much relaying has been 
done and on the old Siidbahn route the layout of several 


stations has been improved at the same time, including 


terminus in Vienna. Many bridges have been 
strengthened, notably on the Semmering route. The 
Brenner station has been improved to correspond with 
alterations made on the other side of the frontier. Several 
new power signal boxes have been provided, some with 
frames having electric interlocking only, and track cir 
cuiting has been extended, also colour-light signals. Auto- 
matic telephone exchanges have been put in at a numbe! 
of important centres, the service in Vienna being com 
pletely re-organised. 
In the electric traction department a new power house 
iaS been planned for Stubach and also two more sub 
stations, while plans are complete for the overhead equip 


1 


ment and feeders for the Salzburg—Attnang-Puchheim 
section. Electric power consumed came to 152-4 million 
kW., against 142°8 millions in 1935, of which 76 per cent. 


vas generated in the Federal Railways own power stations. 
The total power supplied by the five stations in the Inns 
bruck District was 145-4 million kW., against 134-2 in 
1935, due to the Tauern line, additional traffic and higher 
transmission The maximum one-day output was 
356,000 kW. or December 24, 1936. The water reservoirs 
fully refilled during the wet season. The activities 
road transport subsidiary continue to be 
satisfactory and now cover 2,608 km. (1,620 miles) of 
1oute, while a scheme has been elaborated to eliminate 

isteful competition and overlapping with the postal de 
partment services. The administration has continued to 
take a leading part in the activities of the Central European 


losses. 


were 
the railways’ 


Railway Association and of other international railway 
bodies, in accordance with Austria’s important position 
among European traffic routes. 
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Western Australian Government Railways 


ESULTS of working the Western Australian Govern- 

ment Railways in the year ended June 30, 1937 were 
not so good as those of the previous year. Gross earnings 
improved by £15,876 or 0-46 per cent., but working ex- 
penses increased by £131,976 or 53 per cent. There 
was a saving of £6,967 in interest charges following the 
loan conversions which were in process of completion at 
the end of the previous year, but the final result was a 
deficit of £166,610, comparing with £57,477 for the 
previous year. The net revenue of £841,944 gave a return 
on capital of 3-25 per cent., against a rate of 3-946 per 
cent. charged for interest. There were decreases of 
51,053 journeys and £8,087 in earnings from country 
passenger business due to depressed conditions resulting 
from a prolonged drought, but suburban travel showed in- 
creases of 339,109 journeys and £2,492 in earnings. On 
the goods traffic side the decrease in tonnage and ton- 
mileage can be principally attributed to the decline in 
wheat and wool production. The 1936-37 wheat harvest 
was the lowest for eleven years and the 1936 wool clip 
was the lowest for eight years. Increases were recorded, 
however, in B.C., Ist and 2nd classes, which cover the 
bulk of general goods. The decline in wheat and other 
low-freighted traffic and the greater tonnage in the higher- 
rated classes combined to increase the average ton-mile 
earnings from 1:72d. to 1:76d. Earnings from the B.C.., 
and numeral classes represented 35 per cent. of the total 
earnings, as compared with 31 per cent. in the previous 
year. 

The increase in working expenses was due principally 
to causes over which the administration has no control. 
The award of the Railways Classification Board accounted 
for an increase of £12,000, and basic wage increases repre- 
sented approximately £44,500. Higher coal prices in- 
creased the cost of fuel by £17,700, and water haulage 
or account of the prolonged drought caused extra ex- 
penditure exceeding £16,000. Additional re-sleepering 
and renewals of rails and fastenings accounted for £10,500, 
and expenditure on rolling stock repairs increased by 
£4,500. Some railway operating figures are compared in 
the accompanying table :— 

1936-37 

4,357 
3,235,741 


1935-36 
4,358 
6,258,437 


\verage miles 
lrain-miles ; : P 
lon-miles (paying goods and live- 


stock) ae , 346,776,601 353,011,099 
Passengers. aa a 12,709,583 12,421,527 
Paving goods, tons 2. 688,870 2,779,174 
Operating ratio, per cent 75°68 72 -20 

f £ 
Passenger receipts 558,770 564,365 
Goods and mineral receipts 2,409,478 2,398,873 
Total earnings 3,462,037 3,446,161 
») 


Working expenses — 620,093 2,488,117 


Net revenue 841,944 958,044 
Interest charges 1,008,554 1,015,521 
Net loss 166,610 57,477 


Among the general improvements noted in the report 
are the provision of shower baths in first-class two-berth 
compartment sleeping cars, and the conversion of six- 
berth compartments to four-berth in second class sleeping 
cars, which has been nearly completed. Of the six diesel 
railcars which were delivered towards the close of the 
financial year four are radiating from Perth to various 
country centres, and one each is stationed in the south- 
western and northern districts. These services should 
enable travelling times to be cut from 30 per cent. to 
40 per cent., and thus be a boon to country travellers. 
Complete vacuum brake was fitted during the year under 
review to an additional 26 goods vehicles, and 56 of the 
new stock were similarly equipped. Two additional loco- 
motives were equipped with turbo-generator electric head- 
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lights during the year. Between Morawa and Mullewa, 
a distance of approximately 59 miles, the 45 Ib. rails 
have been replaced by 60 Ib. AS ‘‘B”’ material. This 
permits a much more extensive use of heavy engines and 
obviates considerable banking of engines between Caron 
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Deviations and regrading were comp!cted 
during the year on the following sections: East Northam- 


and Mullewa. 
Goomalling; Brunswick Junction-Collie; and Mulliwa- 
Yalgoo. Substantially increased loadings have resi\\ted 
from these works. 








LETTERS TO 


(The Editor is not responsible for 


Main-Line Electrification 


The British Railway Stockholders Union, 
25, Victoria Street, S.W.1 

December 8 
To tHE Eptror or THE RaILWAy GAZETTE 


Sir,—-Your correspondent, Mr. Johnston, covers so much 
ground that it is not the easiest thing in the world to do 
justice to his letter within the brief time at my disposal. 
He opens with a comparison of costs per train-mile of steam 
and electric traction on the Southern Railway in 1936, which 
is, of course, a comparison of a dense suburban and semi 
suburban traffic with traffic over hundreds of miles of thinly 
populated main line track, and of branch lines frequently 
operated at a loss. 

It would be possible, of course, to refute this imposing 
table in many different ways; for instance, I might point out 
that Mr. Johnston, when he is dealing with steam, augments 
his wages bill by including the remuneration of drivers en 
gaged in shunting, whereas the 
drivers, which must reach a very considerable total in the 
course of a year, does not appear in his calculations. But it 
seems to me to be unnecessary to deal with this table in di 
tail I have never disputed that electricity is the cheapest 
motive power when the costs can be spread over an inten 
sive train service. To compare the use of electricity where 
this condition is fulfilled with the use of steam where this 
condition does not obtain, serves no useful purpose. If Mr 
Johnston, convinced by his own table, were to electrify thx 
line from Reading to Westbury and Taunton, he would find 
that he could get his costs down to the figures in his table 
only by running trains at very frequent intervals. Would 
he do this? He might, of course. But there is not the re 
motest probability that the resulting traffic would meet the 
working expenses. In other words he is comparing some 
thing that you can usefully electrify with something which 
you cannot usefully electrify. In the manner in which he 
uses it, the table is, in fact, meaningless. 

There follows a quotation from a work by the late Philip 
Burt who states that the town dweller is anxious to get into 
the country, and the countryman would like to come to 
town, and that electric traction can and should meet this 
situation. There is nothing unreasonable in this view, pro 
vided you have the town dwellers in sufficient numbers (as 
you have in London) and the country or the sea sufficiently 
close at hand (as you have in Brighton). I may point out, 
1owever, that the population of Brighton and London and 
the towns between them, greatly exceeds 8,000,000 persons. 
It does not follow that the same train service would be justi- 
fied when the population is 200,000 and the sea 120 miles 
away Mr. Johnston follows this up with the Weir Report. 
All I need say on that subject is that it is extremely im- 
probable, to my mind, that the electrification of the railways 
would return 7 per cent. upon the cost of electrification plus 
the capital, represented by the companies at the present 
moment. 

“* To be sure 


mileage covered by these 


,’’ Mr. Johnston proceeds, ‘‘ Mr. Ashley Brown 
has himself advocated the electrification of suburban lines 
round London. But whvy stop short at the London area? ”’ 
I am sure I have not the faintest idea. I should have 
thought that electrification would have proved advantageous 
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the opinions of correspondents) 


wherever there existed traffic sufficiently intensive to make it 
remunerative. I have never held any other opinion and, as 
I have said, I really cannot answer Mr. Johnston's rhetorical 
question. . 

But the most baffling part of Mr. Johnston’s letter is to br 
found in its tail. Here, if I read him aright, he is in d 


to congratulate himself on the ground that in 1934 he 
lined a scheme of electrification for the four railways. Sine: 
reading his letter I have looked it up, and it is very stimu 
lating and interesting. However, the strong point in this 
proposal, according to the Economist, which Mr. John ton 
quotes, is the fact that ‘‘ it would involve the electrification 
of only 750 double track-tniles out of a total for the four 
chief railways of 19,267 route-miles.’’ My letter, pub 
lished in your issue of November 26, was written in reply t 


Lord Weir, who, speaking in Glasgow, remarked that ‘‘ the 
railwavs of this country must and will be electrified.’’ He 
did not say, ‘‘ we shall electrify 750 miles out of 19,267.” 
It was because he failed to attach any limit to his proposals 


that I ventured to suggest that the electrification of the rail 
ways en bloc would prove a very unremunerative investment 
Mr. Johnston must really make up his mind what it is he is 
advocating and what it is he thinks I stand for. No one 
will complain if he is wrong; a simple error is always prefet 
able to utter confusion. 


May I, in conclusion, endeavour to deal briefly with this 
matter as it appears when stripped of the complications 
dear to certain minds? As I understand the situati 


electricity is the most convenient, and in the long run, the 


cheapest motive power that we know of where the traffi 


is such as to require an intensive service of trains 
Clearly, if we had two remunerative electrified areas 
within a comparatively short distance of each other 


1 


it would not be an unreasonable thing to electrify the rai 
way between them, although this railway, regarded as ai 
entity, might be incapable of producing the traffic to pay 
for itself. Generally speaking, however, our main-line traffi 
can be conveniently handled by heavy but fast express 
running at infrequent intervals. In all such cases the stean 
locomotive in its modern guise can deal with the _ positior 
effectively and cheaply. Our branch lines, many of which 
as things stand, are unremunerative, would seem to cal 
for special treatment. The existing traffic frequently does 
not pay the cost of steam haulage; certainly it would not 
justify the very heavy initial expenditure involved in electri 
fication. In such circumstances I am inclined to think that 
an intensive service of diesel cars might in some cases build 
up a remunerative local traffic The alternative to this 
and one which will bear investigation, would be the allo 
ticn of certain areas to road transport services, both for 
passengers and goods, working as an integral part of 
railway system and radiating from certain more or less 
portant centres on the railway main lines. 

Finally, may I point out that it is not the function of 
this union to electrify railways or to prevent railways from 
being electrified. As I understand the matter, it is the 
duty and privilege cof this union to preserve the balanc! 
of public opinion when, without sufficient reason, the scales 
appear to have been unduly depressed on one side or the 
other. 


Yours very truly, 
ASHLEY BROWN, 


General Secretary 
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PUBLICATIONS RECEIVED 


Mixed Traffic. By R. Barnard 
\ London : [vor Nicholson & 
\\ on Limited, 7, Paternoster Row, 
| $f. 10 in. 74 in. 160 pp. Illus- 
trated Price 6s. net.—As a kind of 
sequel to his previous book of the same 
Si and format, entitled Famous 


British Trains,” the author has now 
compiled a similarly racy account of 
his experiences when riding on 
motives and in guards’ brakes’ by 
express passenger, postal, fast freight, 
slow goods trains, when watching 

t! working of signal boxes and mar- 
shalling yards, and in a tour through a 
| motive works. His object, as he 
arks in a preface, has been to 
present a vivid picture of some of the 
details which go to make possible the 
cafe and efficient operation of the trains 
that he has previously described ; in 
measure, he has succeeded in 
doing so, and thus has justified the 
appropriateness of his title ‘‘ Mixed 
Trafh In one respect, however, the 
contents are rather too mixed, for the 
last chapter consists of a comprehensive 
rebuke administered to British loco- 
motive engineers in that they have 
eglected the wholesale adoption of 
compound propulsion ; even if such a 
chapter were appropriate to a book of 
this description, which it is not, the 
exed question of compound versus 
simple propulsion will hardly be settled 
I naive a disquisition as_ this. 
Various minor errors in the book also 
require correction, as in the author’s 
previous work; but apart from these 
blemishes, as a species of light reading 
bout railways the book will pass many 
a pleasant half-hour \ little more 
extent and variety in the illustrations 
uld have been an advantage—the 
Great Western Railway, for example, 
does not figure in any illustration, and 
is scarcely mentioned in the text—but 
in all other respects the production of 
book is of an excellence that we are 
iccustomed to associate with its pub- 


loco- 


by so 


lishers 


Locomotive Charts.—The  Loco- 
motive Publishing Co. Ltd. has recently 
issued another of its well-known loco- 
motive charts, this one being a sectional 
elevation, plan, and_ cross-sectional 
drawing of one of the L.M.S.R. 4-6-0 
mixed traffic engines of Mr. Stanier’s 
design. The reproduc tion, in the colours 
ordinarily associated by draughtsmen 
with the different materials used, has 
been faithfully carried out, and the 
printing is clear in all respects. It is, 
we think, a pity that the locomotive 
was not depicted with the later (?.e., 
domed) boiler, if only because the regu- 
lator valve is now located in the dome, 
1 not in the header as shown on the 
chart, whilst the heating surfaces and 
grate area vary considerably and are 
shown smaller than they now are. 
Numerous engines cf the still 
have the boiler depicted on the chart, 


class 


but as no reference is made to the alter- 
native boiler and its heating surfaces, 
there is likely to be some confusion 
among those who purchase the chart, 
and who also follow L.M.S.R. practice 
by other means, as to which set of 
dimensions is correct. We ourselves 
found this difficulty in producing our 
book of locomotive diagrams, ‘‘ British 
Locomotive Types,’’ receiving, in due 
course, a number of inquiries relative to 
differences between heating surfaces and 
other boiler parts shown in the drawings 
given serially in THE RAILWAY GAZETTE, 
and those which finally appeared in the 
book. As a matter of fact, all the 
boilers in a given class of engine do not 
tally in every respect, but where there 
has been an increase in the heating 
surface areas, and many of the engines 
have been built or altered to conform 
to these dimensions, there may be some 
disappointment if the older and smaller 
figures are adhered to. 

There is another small criticism which 
we would make, and that concerns the 
method of showing the tyre flanges on 
all the wheels of the engine in the 
sectional elevation drawing. These have 
a rounded instead of a flat appearance, 
giving the impression of a wheel fitted 
with a pneumatic tyre. No one is, of 
course, likely to be deceived, but seeing 
the otherwise high standard of repro- 
duction from the draughtsman’s point 
of view, it would in our view have been 
better had the same care been taken in 
this direction also. For _ students, 
enginemen, and numerous others, the 
chart, on which all the principal parts 
are numbered and the corresponding 
names of the parts given below in 
tabulated form, is of great educational 
value, and worth every penny of the 
published price of Is. 6d. 

100 Years in Steel.—In 1837 Sir 
John Brown began business on his own 
account and thus inaugurated the 
business which has now grown into 
the very extensive undertaking known 
as Thos. Firth & John Brown Limited. 
It was not until five years later, namely 
1842, that Thomas Firth with his two 
Mark and Thomas founded the 
firm of Thos. Firth & Sons, and the 
businesses grew up side by side until 
1930 when Thos. Firth & Sons Ltd. 
was amalgamated with the steel pro- 
ducing interests of John Brown & Co. 
Ltd. to produce the present undertaking, 
which was formed under the chairman- 
ship of the second Lord Aberconway. 
To commemorate the Firth-Brown Cen- 
tenary the company has produced a 
handsome bound volume giving an 
account of the history and progress of the 
two firms from their earliest beginnings 
until the present year, and all connected 
with the production or use of steel should 
find it a fascinating book to peruse 
and one, moreover, which is_ well 
worthy of permanent preservation. 
It begins with a chronology of the two 


sons 
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businesses showing both their progress 
as commercial undertakings and also 
their contributions to the development 
of the steel industry. For example, 
under the date 1849 appears the entry 
‘““ Sir John Brown invented and patented 
the conical spring buffer’’; and one 
of the events which marked 1856 is 
‘Sir John Brown invented the hydro- 
metric method of testing railway 
springs.’’ There are human-interest 
sidelines to what might otherwise 
have been a heavy industrial volume, 
such as the record that 1856 also saw the 
establishment of the first crinoline mill 
to roll steel for crinoline skirts. The 
left-hand pages are devoted to this 
chronology and the right-hand pages 
to excellent full-page coloured plates 
of the pioneers and their early business 
cards. After the chronology appears a 
brief history of the businesses generously 
illustrated in colour and reading in 
running narrative. Throughout, the 
illustrations are happily chosen and 
admirably reproduced and the whole 
volume makes a worthy and lasting 
souvenir of a notable centenary. 


Electrical Point Machines.—A new 
illustrated catalogue of electrical point 
machines has been published by the 
Siemens and General Electric Railway 
Signal Co. Ltd., East Lane, Wembley. 
The combined type machines are pro- 
vided with a.c. or d.c. motors, the latter 
for 110-V. or 30-V. supply. It is a 
feature of the d.c. pattern that the same 
motor is used for either voltage, con- 


version being effected by a _ simple 
alteration to.the field connections on 
the motor terminal block. These 


machines may be fitted for right- or 
left-hand operation, and if required 
both ends of a crossover can be operated 
from one machine. MHand-cranks are 


provided for emergency working. The 
separate type machines have similar 


electrical and mechanical characteris- 
tics ; this type is specially suitable for 
hump yard working and can be supplied 
for high-speed operation capable of 
throwing the points in 0-5sec. Several 
pages of diagrams show the application 
of the machines to points and crossings 
of various types, and typical circuit 
diagrams are included for both classes 
of machine. 


Jewish Monuments in France. 
An illustrated guide to Jewish monu- 
ments in France has been issued by the 
Centre National d’Expansion du Tour- 
isme, du Thermalisme, et du Climatisme, 
and is obtainable in this country from 
the French Railways National Tourist 
Office, 179, Piccadilly, London, W.1. 
The booklet opens with a brief history 
of the Jews in France, and then proceeds 
to detail Jewish relics in various 
museums, libraries, and other institu- 
tions in Paris. Jewish memorials and 
institutions in the rest of France are 
briefly described and illustrated in the 
succeeding pages, which collectively 
present an outline history of the estab- 
lishment of Jewish communities in the 
country and their contributions to 
scholarship, science, and commerce. 
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THE SCRAP HEAP 


BUFFALO DERAILS MAIL TRAIN 


According to a Reuters message from 
Singapore, the engine and six coaches 
were derailed when the Kuala Lumpur 
to Singapore mail train collided with a 
stray buffalo in North Johore recently. 
No passengers were hurt, but a Tamil, 
who is believed to have been a tres 
passer on the line, was killed. 


* ” * 


An unclaimed suitcase was recently 
opened by the Railway Express Agency 
in San Francisco, and among other 
things it was found to contain a tightly 
closed cigar box with something inside 
which rattled when shaken. When the 
cover was prised off, there lay a horned 


toad, apparently dead. An examiner 
touched one of the ‘“‘ horns’’ and the 
creature came to life. It had survived 
without food, water, or air, in soli 


tary confinement,’’ at least since April, 
1936, when the suitcase had been sent 
from Newton, Kansas, to Seattle, where 
it remained for over a year without 
being collected. ; 


* * * 


On Thursday, May 24 (1883), the 
great suspension. bridge connecting 
Brooklyn with New York was formally 
opened by President Arthur. The 
main span which forms the _ bridge 
proper is 1,595 ft. in length, the land 
spans are 930 ft. each. The engineer, 
Roebling, did not live to see the com 
pletion of his great work, dying from 
lockjaw through injury to the foot; his 
son, who carried out the work, also 
met with a sad mishap, contracting a 
peculiar complaint through working 
in the caissons which prevented his 
regular attendance at the scene of 


operations. The bridge has been 13 
vears building.—From ‘‘ Herapath’s 
Railway Journal’’ for May 26, 1883. 


* 
DICKENS AND THE ES! 

A little-known tribute by Charles 
Dickens to the comfort of the Est is 
contained in the following extract from 
i. letter dated ‘‘ Hotel de Paris, Stras- 
bourg, October 13, 1853.’’ This letter 
was written by Dickens to his wife 
while he was on a holiday abroad with 
Wilkie Collins and Augustus Egg. It 
is quoted from page 177 of the volume 

Mr. and Mrs. Charles Dickens: his 
letters to her ’’ published by Constable 
& Co., London, in 1935. ‘We got 
here at 7 last night. We left Paris at 
a quarter past 8 in the morning and 
travelled all day (the distance is nearly 
300 miles) by the very best Railroad 
i have ever seen. We dine today at 
half past 2, and go on at half past 4 
by the Railroad to Basle. We are due 
there before 10 and go on tomorrow 
morning early.”’ 


* * * 
SOUTH AFRICAN RAILWAY MISSION 


The Rhodesia Railways Bulletin for 
October describes the work of the 
South African Railway Mission. The 
mission was inaugurated early in 1890 
under the direction of the Rev. Douglas 
Ellison, although prior to that time 
certain work amongst railway em 
ployees in remote places had been 
carried out by a_ priest known as 
Father Simeon. With the subsequent 
growth of the railways in South Africa 
and later on in Rhodesia, the scope 
of the work increased, and there are 


Trains of 1837 
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today eight priests and seven 


workers, who travel regularly I 
some 14,000 miles of railway brinving 
to people in lonely places the si es 
and munistrations of the Church An 
impression appears to be prevale: it 
the work of the Railway Miss is 
principally among natives, but 1 is 
by no means the case. The head 


of the mission is at Johann 
and there is also a London off 
40, Wood St., Westminster. 
Bulletin adds that the Railway M 
has the support and assistance 
railwav administration, ‘‘ for it 
a real need in its ministry to th if 
our employees and their fa: 
isolated from the contacts availab] 
the bigger centres of our undertaki 

A ten-year patent has just) been 
granted by the Emperor of Russia + 
one of his aides-de-camp for the in 
tion of a new species of road, whic 
is calculated will excel all others. Th 
plan is to place the wheels (mere fric- 
tion rollers), not uppn the carriages, 
but upon the rails of the road itself, and 
to have it travelled over by sledges, 
drawn by horses. The experiment has 
been tried in the neighbourhood of St 
Petersburgh, and it is said that a hors 
can gallop at the top of his speed, and 
draw a great load after him.—From a 
Frankfort paper of Api 7, 1837. 





SAFETY FIRST DISCIPLE 
Old lady (to porter): ‘‘ Has the 3.20 


vone? ”’ Porter: ‘*‘ Some time ago. 
madam.’’ Old lady: ‘‘ And the 4.55? 

Porter: ‘‘ Over an hour to wait.’’ Old 
lady: ‘‘ And is there no other in be 
tween? Porter: ‘‘ No, madam.” 
Old lady: ‘‘ There, come on, John, we 


can get across the line now quite 
safely.’ 





The accompanying plate is 
reproduced from the issue of 
“The Mirror of Literature, 
Amusement, and Instruction ” 
for July 22, 1837. The text 
explains that “ the three trains 
of railway carriages are from 
sketches made by our artist. 
Each train has its respective 
engine ; though, in order to 
enable the draftsmen to show 
all the varieties of carriages. 
the engine has not been repeated 
in the second and third trains. 

““In the first class trains. 
are the engine and its supply 
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carriage. Next are first class 
carriages for passengers, and a 
gentleman’s private barouche. 

*“* In the second class train, 
foremost is the Royal Mail, 
next are excursion carriages. 
and carriages for passengers, 
generally. 

“* Thirdly, is a train of car- 

















riages for cattle, wagons, &c.”’ 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


BRAZIL 


Leopoldina Railway and Import 
Duty Exemption 

Che Diario Official has now published 
the report, submitted by the Minister 
of Transport to the President of the Re- 
public, regarding the petition made by 
his railway on February 5, requesting 
in extension of the period established 
in Clause VIII of the contract dated 
june 26, 1907, whereby exemption was 
sranted from the payment of import 
duties on material necessary for the 
working and maintenance of the rail- 
way. This exemption was granted for 

period of 30 years, as compensation 
for the obligations assumed by the rail- 
way in undertaking to link up the 
States of Rio de Janeiro, Minas Geraes, 
ind Espirito Santo, as stipulated in 
various contractual clauses, approved 
by Decree No. 6456 of April 20, 1907. 
[These obligations had been fulfilled, 
and it was stated that the petition now 
made represented an extension of the 
period tor payment, rather than exemp- 
tion, inasmuch as—in accordance with 
Clause XI. of the contract—the com- 
pany was obliged to hand over to the 
Treasury certain amounts every year, 
relative to what should be paid in im- 
port duties, but calculated on gross re- 
venue, in the proportion of 4 per cent. 
when it should reach 8 to 10 contos a 
km.; 6 per cent. when between 10 and 
12 contos; and 10 per cent. when gross 
revenue should reach or exceed 15 
ontos a km.; up to December 31, 1936, 
the sum of 3,066 contos had _ been 
handed over. (Diario Official of June 6, 
1937.) 

It was pointed out by the Leopoldina 
Railway that, when the contract was 
signed, nearly all local railways en- 
joyed exemption, without any corre- 
sponding obligations, and even in its 
own case, in later contracts, such had 
been agreed upon. When the first con- 
tract was signed, it was realised that 
the concession made did not correspond 
to the amount of capital involved, 
although, at the time, it was hoped 
that traffic would develop, and receipts 
increase, as, in fact, had happened. It 
was not foreseen, however, that depre- 
ciation in exchange, and heavy in- 
creases in expenditure, out of all pro- 
portion to the development observed in 
the territory served—and beyond the 
railway’s control—would nullify the 
benefit accruing from increased takings. 


The Petition Accepted 


The Minister of Transport, after duly 
considering the costly equipment of 
railways, and especially the permanent 
way and its renewals, telegraph, tele- 
phone, and signalling apparatus—equip- 
ment not required by other forms of 
transport—and after paying due regard 
to the fact that fixed freights. and time- 
tables had to be worked to by the rail- 





ways, concluded that the petition was 
justified. 

It was further recalled that in June, 
1907, there were no restrictions on ex- 
change, and conversions could be made, 
normally, at 16 milreis to the pound. 
Depreciation of local currency—to 
approximately 80 milreis to the pound 
at time of writing—provided sufficient 
reason for Government intervention in 
this exceptional case, and everything 
indicated that the railway’s position in 
regard to exemption from the payment 
of import duties, should remain as be- 
fore, until such times as its various con- 
tracts could be revised to meet present 
requirements and tendencies. It was 
suggested, as an emergency measure, 
that the Executive Body should decree 
a prorogation of Clause VIII of the con- 
tract dated June 26, 1907, and con- 


sider gross revenue on the basis of the 


stabilisation rate fixed by Decree No. 
1575 of December 6, 1906. 


INDIA 


State Railway Earnings: Another 
Turn in the Tide? 


For the first time in the present 
financial year, the earnings of the In- 
dian State-owned railways fell below 
the figures for the corresponding period 
of 1936-37 during the second week in 
October. The recovery in the following 
period raised the hope that the set-back 
was only temporary, due, perhaps to 
the early incidence of the Puja vaca- 
tions last year and to the exceptional 
out-of-season traffic in wheat in Octo- 
ber, 1936. But the total approximate 
gross earnings for the first ten days of 
November, amounting to Rs. 236 lakhs, 
again fell below the approximate 
figures for the same period last year 
by Rs. 8 lakhs—the deficit is increased 
to Rs. 13 lakhs if the actual audited 
figures for the first ten days of Novem- 
ber, 1936, are taken into consideration. 
In spite of a deficit of Rs. 2 lakhs in 
the second week of October, that month 
concluded with a net increase of Rs. 22 
lakhs, and it is hoped that the decline 
in the first week of November will be 
made up during the month. Although 
the total approximate gross earnings 
from April 1 to November 10, 1937, 
show an increase of Rs. 365 lakhs over 
the actuals for the same period last 
year, it seems improbable that the in- 
crease in earnings for the remaining 
months of the financial year will be 
maintained in the same proportion, as 
the improvement in traffic had actually 
commenced about the end of 1936. 


N.W.R. Traffics Further Improve 
» to September 

The good financial record of the 

North Western Railway for the year 

1936-37—[recorded in our issue of 

August 27—Ep., R.G.]—has been well 

maintained during the first six months 
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of the current year, namely, April 1 to 
September 30, 1937. For this period 
the gross earnings amounted to Rs. 823 
lakhs as compared with Rs. 749 lakhs 
for the first half of the previous year, 
an increase of Rs. 74 lakhs (£555,000). 
Coaching earnings accounted for Rs. 16 
lakhs of the improvement, due to an in- 
crease of two millions in the number of 
passengers carried, a gain of 5-8 per 
cent. This alone is no small achieve- 
ment in these days of ever-increasing 
road competition. Goods earnings, 
apart from the small increase under 
‘“ Miscellaneous,’”’ accounted for the 
rest of the improvement and showed an 
increase of nearly Rs. 56 lakhs, which 
was chiefly attributable to large exports 
of wheat but partly also to the greater 
movements of oil-seeds, kerosene oil, 
and general merchandise. 
Railway Breaches in South India 
Heavy rainfall occurs in South India 
at this time of the year, usually with 
consequent damage to railway lines. 
Several breaches are reported to have 
occurred on the Madras & Southern 
Mahratta and South Indian Railways, 
causing much dislocation in railway and 
road_ services; large areas have been 
submerged. Repairs to railway breaches 
have been taken in hand with prompti- 
tude, and normal railway communica 
tions are being gradually restored. 


VICTORIA 


Melbourne-Albury Limited 


Complementary to the notes on page 
439 in the September 10 issue of THE 
RAILWAY GAZETTE, are the following few 
additional facts about the Melbourne- 
Albury Limited. The permissible load 
up and down with either one “ S ”’ class 
or two “ A2’”’ class engines is 500 tons, 
and the maximum speed allowed at any 
point is 70 m.p.h. At Heathcote junc- 
tion 33} miles from Melbourne, the line 
attains an altitude of 1,145 ft. above 
sea level. The legend ‘‘ The Spirit of 
Progress’ is displayed on the rear of 
the trailing or observation car. The 
current timings in force are as follow :— 


a.m. Miles a.m. 
6.30 (dep.)... 0 Melbourne...11.30(arr.) 
8.0 (pass)... 614 Seymour ...10.10 (pass) 


Benalla 


Albury 


9.0 (pass).. 
10.20 


1214 
(arr.) ...1903 


. 9.12 (pass) 
. 7.55 (dep.) 


EGYPT 


New Diesel Cars for the Helwan 
Line 

It has been decided to purchase two 
single-unit Ganz diesel railcars for par- 
cel and postal traffic on the Helwan 
Line at a cost of £E.13,000. This 
decision is in conformity with the 
policy of replacing all steam trains 
and rolling stock on this line by diesel 
units. 

Antiquary Excursion to Luxor 
A special Antiquary train, the 
coaches of which are provided with 
seats convertible to sleeping berths, 
will leave Cairo at 8.30 p.m. on 
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December 4 for Luxor; it will return 
at 7.55 p.m: on December 6. 

A special coach will be reserved for 
ladies with a maid in attendance. The 
inclusive fare is £E.2, which covers 
the cost of the return ticket, food for 
two days (3 meals a day), hire of a 
blanket and pillow and sleeping ac- 
commodation during the journey and 
stay at Luxor, local transport at Luxor 
and entrance fees to the Monuments. 
As the distance from Cairo to Luxor is 
670 km., this is a remarkably moderate 


excursion. 


UNITED STATES 

New Pennsylvania Coaching Stock 

The Pullman Company is now build 
ing over 100 sleeping, lounge, and obser 
vation cars for the Pennsylvania Rail 
road New York-Chicago expresses. 
Chose intended for the Broadway and 
lwentieth Century Limited trains will 
ontain improved private room accom 
modation of the drawing room, com 
partment, and roomette types [de 
scribed and illustrated, as used west of 
Chicago, in our issue of August 27 last 

Ep., R.G.] affording maximum pri 
vacy and comfort at moderate expense 

In the drawing rooms the beds which 
fold into the wall, are arranged longi 
tudinally to the coach, and leave addi 
tional space available in daytime. A 
sofa-bed replaces the former seats by 
the windows, and the third or upper 
bed is put away when not in use. Space 
is also a feature of the new compart 
ments, with their upper and lower beds. 
The upper one above the windows folds 
up and the lower forms a couch by day; 
in easy chair is also provided. The 
roomette is a single-berth compartment, 
with folding bed, forming an attractive 
day sitting room. All beds are 6 ft. 
5 in. long and each form of room has 
complete toilet facilities 

The new cars are all of high-tensile 
alloy steel fabricated by welding and 
with unbroken, smooth exteriors. The 
steps to the doorways fold up when the 
train is running, and skirts below the 
car bodies assist the streamlining effect 
and hide the air-conditioning, lighting, 
and brake gear. Starting and stopping 
shocks will be reduced by a new type 
of tight-lock coupler and rubber draft 
gear. All cars will be completely air- 
conditioned, and occupants of drawing 
rooms, compartments, and roomettes 
can regulate ventilation and tempera- 
ture to suit individual requirements. 


SPAIN 


Jollectivisation in Catalonia 


The Generality of Catalonia published 
an Order in August last calling on all 
collectivised entities to legalise their 
position under the Decree before Sep- 
tember 15, and this period was subse- 
quently extended to October 15. Now 
it is announced that the Valencia Minis- 
try of Defence will buy no material ex- 
cept from firms whose legal position is 
in order, that is to say from firms that 
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are functioning under their former 
owners, or those controlled by the 
Ministry of Economy. On October 5 
the Generality published another De- 
cree, ordering the technical and admini- 
strative control of all undertakings 
producing or distributing electricity in 
Catalonia by a commission composed 
of three officials from the Department 
of Economy and one from the Depart- 
ment oi Finance, assisted by three re- 
presentatives of each of the syndicates, 
C.N.T. and U.G.T. The object of this 
Decree would appear to be to afford 
the Government a closer control over 
undertakings which have heretofore 
been run by workmen. A later develop- 
ment is the Decree of November 10 
last, creating the Caixa de Credit In- 
dustrial y Comercial with a head office 
in Barcelona. The intention of this 
Decree is (i) to concentrate the profits 
made by undertakings collectivised by 
the Decree of October 24, 1936, and in- 
vest them in accordance with the pro- 
posals of the Catalan Council of Economy 
and the General Industrial Councils 
and (ii) to provide credit and banking 
facilities for the said undertakings. The 
capital will be provided (a) by an 
initial payment by the Generality of 
25 millions of pesetas, (b) by a levy on 
ill the collectivised undertakings of 50 
per cent. of net profits, and (c) by any 
other payment the Generality may de- 
cree. The full text of this Decree is 
contained in the Diari Oficial of 
November 14. 


PORTUGAL 

Road and Rail Co-ordination 

[he Minister of Public Works has 
appointed a commission, under the pre- 
sidency of Senhor Antonio dos Santos 
Viegas, to study the question of the co- 
ordination of road and rail transport. 

Meanwhile, says the Gazeta dos 
Caminhos de Ferro, the question of 
road competition, which is of vital con- 
cern to the railways, is every day be- 
coming more acute with the increase in 
the number of lorries fitted with heavy 
oil engines, the import dues on heavy 
oil being absurdly low in comparison 
with those on petrol. 


SOUTH AFRICA 


Traffic Increases 

Speaking at a gathering of the South 
African Institute of Electrical Engi- 
neers recently, the Minister of Rail- 
ways, Mr. O. Pirow, looked forward to 
an extensive railway expansion pro- 
gramme by the creation of new routes 
through the linking up of existing 
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branch lines to relieve main lines in 
time of pressure. The Government has 
authorised the administration to inquire 
into the possibilities of these alternative 
routes. 

In a comprehensive review of South 


African railway progress, the Minister 
said that they had been subjected to 
pressure to an extent that no other 
railway in the world had experienced, 


at any rate since the Great War. Com 
paring the period April to August, 1932, 
with the corresponding period of 1937 


tonnage of traffic carried had increased 
nearly 70 per cent., ton miles 102 per 
cent., passengers more than 50 per 


cent., and truck loadings more than 50 
per cent. Comparing 1937 with 1936 
the increases had all been of a sudden 
nature. Petrol had increased 183 per 
cent., manganese 139 per cent., chrome 
63 per cent., maize no less than 972 per 
cent., and citrus 112 per cent. There 
had also been a phenomenal increase in 
harbour traffic. 

During the first five months of 1932 
road motor services conveyed undet 
1,000,000 passengers compared with 
2,300,000 in 1937, and lorry traffic had 
increased 178 per cent. 

To cope with abnormal traffic vari 
ous steps had to be taken, such as the 
diversion of 301,038,000 ton-miles in re 
spect of citrus, maize, and locomotive 
coal. 

Rolling stock had been ordered on 
a very large scale, but had been held 
up by rearmament in Great Britain 
At the end of the depression in 1932-33 
there had been a surplus of trucks over 
requirements. This year, when every 
thing was authorised, there would be a 
50 per cent. increase over 1933. Since 
March, 1933, £9,000,420 had been ex 
pended on vehicles placed in service 
In addition, there was a special amount 
allocated for engines and vehicles not 
yet delivered, totalling £12,595,720 
Nearly £600,000 had been spent on road 
motor vehicles, and there were on 
order vehicles costing approximately 
£1,000,000. 

Railway Earnings 

The earnings for the first four months 
of the financial year, that is from April | 
to July 31 (railway transportation ser- 
vices only) amounted to £10,957,789, an 
increase of £682,857 over the corre- 
sponding period of the previous year. 
Railway working expenditure’ was 
£7,182,599, or £524,388 more than in 
1936. 

Staff 


The number of staff in the service of 
the administration of the South African 
Railways and Harbours, at the end of 
August, 1937, totalled 115,120, made up 
as follows: 





Other Non- 
Salaried Graded European European otal 
Staff Staff Labourers Labourers 
In permanent or temporary employ- 
ment = pa a ”. 10,748 33,019 14,171 22.857 80,795 
Employed on a casual basis ... ion 2,571 3,458 28,271 34,300 
Employed on new construction and 
new works under piecework condi- 
tions ae F 25 25 
Totals bs ses sia ... 10,748 35,590 17,654 51,128 115,120 
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REBUILDING THE MOFFAT RAILROAD, U.S.A 


This well-known route through the Rocky Mountains, 


until recently decrepit, bankrupt, and derelict, has 


now been converted into a first class high-speed line 


REMARKABLE work of resuscitation, rehabilita- 
f& tion, and realignment has now been all but com- 

pleted, transforming the dismal failure known as the 
Moffat Railroad, with its tortuous alignment abounding ‘n 
5i-ch. curves and long lengths of 1 in 25 gradients, into 
part of a transcontinental route for express and heavy 
freight working. We are indebted to our American con- 
temporary Engineering News Record for the following 
details and diagrams of this noteworthy achievement. 

In 1902 David H. Moffat inaugurated the Denver & 
Northwestern Pacific Railway, with the idea of construc- 
ting a new direct route from Denver to Sait Lake, an object 
never attained by him. Construction began in 1903, and 
the first 46 miles, involving 29 tunnels and many 5$-ch. 
curves, from Utah junction outside Denver through South 
boulder Canyon and Boulder Park, were completed. In 
continuation of this section of line Moffat had intended 
to tunnel the Continental Divide near the subsequently- 
built Moffat tunnel, but he could not secure the necessary 
funds, and had to be content with a comparatively cheap 
alternative in the shape of a sinuous, 23-mile, 1 in 25 
alignment, rising to an altitude of 11,600 ft. to cross Rollins 
Not only was this an impossible section to main- 
tain, but, cheaper though it was, it exhausted his finances, 
ind work stopped at Arrow, 75 miles from Denver, and 
on the western descent, in 1904. 

After a three-year pause, work was resumed and a 
further 144 miles to Steamboat Springs were completed 

1909, when lack of funds again compelled a halt; 
whilst trying to obtain financial assistance, Moffat died in 
191i. The concern went into the hands of a receiver in 
the following year, but in 1913 was reorganised by the 
Denver & Salt Lake Railroad Company, and in 1914 the 


Pass. 






























line was completed to Craig, the present western terminus, 
255 miles from Denver. Within three years, however, the 
high cost of working—particularly the difficult 1 in 25 
section varying in altitude from 9,100 to 11,600 ft.—once 
more caused the company to go into liquidation, a state 
in which it remained until 1927, when the Denver & Salt 
Lake Railway was formed. 


Completion of Moffat Tunnel 
and Important Agreement 

Meanwhile, in 1923 the Moffat Tunnel District, the terri- 
tory served by the line, financed the construction of the 
great Moffat Tunnel, 32,798 ft. in length and completed 
in 1928 at a cost of $18,000,000 (three times the estimated 
figure). Financial arrangements were made between the 
district and the railway company, which abandoned the 
high-level line as soon as the tunnel was opened; actually, 
the last of the old permanent way was only recently re- 
moved from it. 

In 1928 an important agreement was reached with the 
Denver Rio Grande Western Railway, whereby the latter 
obtained running powers over the 125-mile section from 
Utah junction to Orestod, to enable through services to be 
run between Denver and Salt Lake as soon as_ the 
D.R.G.W. Dotsero cut-off was completed from Orestod. 
It was this agreement that made possible the great re- 
habilitation scheme now nearing completion. 

The necessity for this will be the better appreciated 
when it is realised that constant financial stringency had 
compelled the cheapest possible standard of construction, 
equipment, and maintenance; the last-named at times 
became almost non-existent. For instance, in 1926, there 
was no ballast at all anywhere throughout the line, the 
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Plan and gradient profile of the Moffat Railroad showing the various canyons traversed, also the Dotsero cut-off forming 
the continuation of the transcontinental route and the old high level line over Rollins Pass, both dotted 
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{ typical section of line as realigned with 1- and 2-deg. instead of 10- and 12-deg. curves 


sleepers were all untreated, numerous timber viaducts 
were rickety with neglect, and many of the 55 tunnels 
were timber lined and also in want of attention. This 
state of affairs, coupled with the very steep grades and 
sharp curves without transition approaches, necessitated 
a restriction of even passenger train schedules to 15 m.p.h. 


The Rehabilitation Works Involved 

All this is now changed; 100-lb. rails have replaced the 
old and worn 80-lb. section, creosoted sleepers predomi- 
nate, and two-thirds, or nearly 300, of the timber bridges 
have given place to stream diversions or embankments 
and culverts, usually corrugated iron pipes of from 2 ft.- 
6 ine to 6 ft. diameter. In addition, advantage has been 
taken of a deposit of hard but porous volcanic cinder that 
occurs on the line, to ballast the whole length with this 
material. 

Long sections of realignment and almost innumerable 
easings of individual curves have eliminated all but two 


53-ch., one 6-ch., and one 6$-ch. curve; 7}-ch. is thi " 
limiting radius. Moreover, all curves now have tr 
tion approaches and are canted for 60-m.p.h. spee: 
except for local restrictions at certain curves—throug 
140 miles of the route. Even on other sections where th 
topography precludes realignment, the track has been so 
improved as to permit of 35- to 45-m.p.h. speeds apart 
from one length where 27 m.p.h. is specified. 

Loops and sidings have been extended, and 100- 
trains can now pass one another at points averaging 
miles apart. Locomotive and other equipment has b: 
modernised and the whole line brought up to a standard 
in keeping with its importance as a first class railway, part 
of which forms a section of a trans-continental route by 
virtue of the Dotsero cut-off, reducing the distance between 
Denver and Salt Lake by 174 miles. On the other hand 
maintenance costs have been reduced by 50 per cent., 
and the whole concern is now a flourishing and important 
undertaking. 








THe RAiLways or CuspaA.—According to the Report on 
Economic and Commercial Conditions in Cuba, published 
by the Department of Overseas Trade, and dated August, 
1937, Cuban prosperity, and therefore the prosperity of 
her railways, depends almost entirely on her staple 
product, sugar, which together with molasses and syrups 
constituted 82 per cent. of the value of the total exports 
in 1936. Under the head of transportation, the report 
says that any benefit the two main railway systems have 
derived from the improved conditions has been negatived 
by road competition and by heavier operating costs con- 
equent on social legislation. The law of April, 1936, 
for controlling road transport has never been enforced 
and the National Commission created for the co-ordination 
of transport services has made no progress. With 1,500 
km. of highways paralleling the main railways, the com- 
panies have been forced to reduce tariffs to an un- 
economical point and costly social legislation has come at 
1 time when the railways are least in a position to bear 
it. There are said to be 15,000 passenger vehicles on the 
roads in Cuba, and 4,000 lorries. The bus and lorry 
companies ignore the legal tariff and other regulations, and 
operate on an absurdly low basis determined by the harsh 
competition among themselves. | Certain companies, for 
example, offer a return ticket from Havana to Santiago 
de Cuba, 600 miles each way, for six dollars. The com- 
pany which controls the greater part of the traffic in 
Havana and the outlying districts now has a gross in- 
come of over half a million dollars monthly, about as 
much as the present gross receipts of the United Rail- 
ways. The gross receipts of the United Railways from 
July 1, 1936, to June 26, 1937, were $6,759,137, as com- 
pared with $5,591,174 for the same period of the pre- 
ceding year. The total gross receipts of all public rail- 





Ways operating in Cuba during 1936 were $19,456,766, 
us compared with $153 millions for the calendar year 1934. 
The results of the working of the Uniied Railways of the 
Havana were reported in THE RAILWAy GAZETTE of 
November 26, 1937. 

TREFOREST TRADING EstateE.—The Treforest Trading 
Estate scheme, one of the Government-assisted measures 
to encourage new industrial enterprise in South Wales, 
does not operate for profit, and is thus able to lease 
factory buildings at especially low rates. Factories can 
be built to individual requirements and the cost of build- 
ing is borne by the estate. At the moment certain standard 
factories are being built, some of which are already com- 
plete and in production. The G.W.R. main line from 
Cardiff to Pontypridd and Merthyr runs alongside the 
boundary of the estate, which is connected with the rail- 
way by sidings and every facility is afforded for the 
handling of all kinds of merchandise, both raw materials 
and finished goods. An illustrated folder, complete with 
key map and plan has now been issued by the proprietors 
of the enterprise, South Wales and Monmouthshire Trad- 
ing Estates Limited, of Western Mail Chambers, Cardiff, 
giving full details of the amenities of the estate. Manu- 
facturers considering the setting up of industrial under- 
takings are entitled to apply to the Commissioner for 
the Special Areas for the financial inducements provided 
in the Special Areas Amendment Act (1937) and the 
Finance Act. Loans for working capital or for the pur- 
chase of plant may be negotiated through the Special 
Areas Reconstruction Association, or through the fund 
recently established by the Treasury. The capital cost 
of the installation of the necessary services—electricity, 
gas, water, steam, sanitation—will be borne by the estate. 
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DIVISIONAL ADMINISTRATION ON FRENCH STATE RAILWAYS 


An example of the delegation of authority and elimination of overlapping 
that assumes greater importance with the growth of centralised control 
from January 1 under the French National Railways administration 


-s some years past on the Nord and Etat lines in 
France, and more recently on those of the Alsace- 
Lorraine system, special Commissions d’Organisation 

du Travail have been studying questions of organisation 
with a view to saving expense and enhancing efficiency, 
th from the railway and public points of view. As 
esult of the recommendations of the Etat commission, 
principle of combined organisation of the three ser- 
vices—operating, running and _ engineering—has been 
plied at Le Mans, and we reproduce from an article 
the Revue Générale des Chemins de fer by M. Fleurst, 

1 member of the commission, the accompanying map and 
igram illustrating what has been done. The idea is 


really a revival of the principle applied in the days of 


the old Ouest Company, 


taken over by the Etat on 


January 1, 1909, but adopted by it only for lines of little 


importance, whereas the new organisation is concerned 
with lines of all kinds. The line from Paris (Invalides) 
to Versailles is also now managed on a similar plan, 
and five small secondary lines radiating from Mortagne 
(see map), but the officer responsible for the latter is 
subordinate to the New Divisional Superintendent at Le 
Mans. Owing to the different staff classification in 
France, some of the expressions on the diagram are 
approximate translations, but suffice to show the general 
principles. |The area covered includes 200 stations and 
halts, eight locomotive depots, seven permanent way 
districts, and 6,100 employees of all grades. 

The principal object has been, M. Fleurst states, to 
eliminate watertight compartments and unnecessary corre- 
spondence between offices and staff, and to economise 
in use of stores and office space. In all these respects 
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satisfactory results 
have been achieved. 
As far as possible the 
new arrangeinents 
allow of most bu oc 
being discussed nd 
settled in one iin 
office, with few, if any 
reports being required 
from _ outside, ile 
time and money ar 
saved in eliminating 
unnecessary = jouriieys 
to, Say, the site \ ere 
signal or track altera- 
tions are being ced 
for. In the new organi 
sation one office alone 
deals with all questions 
affecting safe working 
and signal modifica 
tions. The employees 


in all parts of an office 
are expected to famili 
arise themselves with 
every side of its work, 
and to avoid excessive 
specialisation. Special 
steps have been taken 
to avoid unnecessary) 
copying work. 

All accident ind 
breakdown questions 
are now dealt with 
under one officer, who 
is responsible for ob 
taining the information 
necessary to form a 


judgment on the 
various cases. A sig 
nalling inspector, in 


collaboration with this 
officer, deals with both 
the operating and tech 
nical sides of signal- 
ling. Throughout, the 
guiding principle has 
been to eliminate inter- 
departmental disputes, 
ind the tendency or 
desire of one depart- 
ment to gain credit o1 
advantage at the ex- 
pense of others. 








FOREIGN VISITORS. 
—The Travel & Indus 
trial Development Asso- 
ciation states that the 
total number of holiday 
visitors (276,578) to the 
3ritish Isles during the 
first 10 months of this 
year already exceeds 
by 9,273 the _ total 
number of holiday visi- 
tors throughout _ th: 
whole of the record 
year 1936. 
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Co-ordinating Goods Services in New Zealand 


A FURTHER step in the direction of single ownership 
+* of road and rail goods services in New Zealand has 

en taken by the Government in inviting a number of 
owners to negotiate for the sale of their road service busi- 
nesses, and in setting up a complete purchasing organi 
sation for the purpose. In this connection a_ recent 
statement by the Minister of Transport (the Hon. R. 
Semple) in regard to the need for co-ordination of various 
transport services to eliminate waste and Teduce the cost 
of transport is significant. He said the Government was 
convinced that, so long as road freight services were run 
as small units wholly independent of railway freight set 
vices, little or no progress in real and effective co-ordina 
tion was possible. He also contended that a policy of 
single ownership of freight road and rail services ove! 
long-distance routes was based on sound economic grounds, 
and made it clear that the Government regarded all 
transport services as a national “‘ key ’’ industry in the 
Dominion. Mr. Semple further stated that the purpose 
of the new policy was to make long-distance road and 
rail services radiating from the four main centres of the 
Dominion complementary rather than competitive, and to 
weld them into an efficient service. The main result 
would be a reduction in lorry mileage, and wear and tear 
on roads, without any diminution in the standard of ser- 
vice offered; business men might rest assured that the 
new policy would mean a reduction in the Dominion’s 
national overhead and transport costs. Following recent 
submissions by the Railway Department to the No. 1 
lransport Licensing Authority, the authority decided not 
to renew the licences referred to for longer than 12 months. 
While the Railways Department is dealing directly with 
passenger services, a more involved. procedure is being 
followed in the case of nine goods services which are 
affected in the Auckland District. Spares and equipment 
ire examined by officers from the Transport Department, 
following which the books are investigated by the Treasury 
Department, tasks which occupy several weeks in the 
of large businesses. An offer to operators is then 
made by purchasing officers. If not accepted the firm 
concerned has the opportunity to state a case before a 
special commission of inquiry appointed by the Govern- 
ment. 


case 


National Trailways Progress 


NE of the most interesting developments in long 

distance passenger road transport in the United States 
within recent years has been the progress of the National 
[railways system. This organisation, which was formed 
less than two years ago, consists mainly of railway-sub- 
sidiary coach-operating companies. As we mentioned in 
our issue of June 5, 1936, the object of National Trailways 
is to provide a nation-wide organisation to co-ordinate road 
travel on through routes and to arrange for the vehicles 
engaged in the co-ordinated services to be finished in 
a distinctive livery. The constituent companies, however, 
retain their own identity and management. In the issue 


mentioned, we reproduced a map showing the extent of 
the routes then concerned, which were maintained by 
eight distinct operating organisations. Since that time 
the system has grown rapidly, and with the companies 
recently brought within the scope of National Trailways, 
it now comprises coach operations totalling 32,201 route 
niles as follow :— 


Route 

Company miles 

Santa Fe Trail System 3; 10,840 
Burlington Transportation Company 6,200 
Missouri Pacific Transportation Company 4,925 
Safeway Lines a Pye ; 2,044 
Frank Marx Coach Company 1,906 
Rio Grande Motorways ‘ i 1,386 
Missouri, Kansas & Oklahoma Lines 922 
Dixie-Sunshine Bus Lines 658 
Panhandle Trailways “s 624 
Denver-Salt Lake-Pacific Stages 542 
Lincoln Trails System 510 
Central Ontario Bus Lines 476 
Peoria-Rockford Bus Company 417 
Windsor-Chatham-London Coach Lines 274 
Denver-Colorado Springs-Pueblo Motorway 250 
Boston, Worcester & New York Railway 227 


In a further reference to this important undertaking 
which we made in our issue of July 3, 1936, we pointed 
out that one of the important matters receiving attention 
was the provision of properly designed stations. Since 
then considerable progress has been made in this direc- 
tion, and a new bus station recently opened at St. Louis, 
which is typical of the improved terminals now being pro- 
vided by National Trailways, shows the very high stan- 
dard of public facility which is being afforded on a nation- 
wide basis as the result of the pooled experience of the 
constituent companies. 


London Bus Drivers 


i a single year approximately 211,000,000 miles are 

run by the buses of the London Passenger Transport 
Board on the 1,269 miles of road over which the Central 
Bus services operate, and some 12,500 drivers are em- 
ployed in providing this service. Since the early days 
of motorbus operation in London, the selection and train- 
ing of drivers has been a matter to which every attention 
has been paid by those responsible for the management 
of the undertakings. In 1913 the London General Omni- 
bus Company established a central training school at 
Chelsea, and this was transferred to the Chiswick works 
at the beginning of 1925. As part of a comprehensive 
re-planning and extension scheme at Chiswick to meet 
the modern requirements of the London Passenger Trans- 
port Board, a new building for the school and a new train- 
ing ground for drivers have been provided; the latter is 
briefly described on pp. 1171-2. Before a prospective driver 
is considered qualified to take his place as a regular driver 
in the board’s service, he is first interviewed with regard 
to his general suitability for the work, and must be able 
to show that he has had previous driving experience ex- 
tending over at least two years, preferably in the London 
area. If he is accepted, he is medically examined to 
ensure that he conforms to the board’s high standards 
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of physique, age, vision, and health. Having passed the 
preliminaries, he is given a course of training covering a 
period of up to 30 working days, according to his par- 
ticular ability and adaptability; the average is 23 days. 
The severity of the various tests may be appreciated 
from the following figures which relate to the last twelve 
months. During that period 2,556 prospective drivers 
were interviewed, of whom fewer than one-half (or 41 per 
cent. to be precise) were accepted subject to medical 
examination. Of this number, 57 per cent. passed the 
medical examination and entered the training school. 
Some failed in the tests at the completion of their train- 
ing and others during the period of probation, so that 
out of the 2,556 men interviewed only 576, or 223 per 
cent. became regular drivers. Justification for this 
rigorous form of selection is found in the highly satis- 
factory safety records. — Practically all the Central Bus 
drivers (last year 11,846 out of about 12,500) take part 
in the Safe Driving Competition of the London Safety 
First Council, entry to which is voluntary. Last vear 
8,635 drivers, or 73 per cent. of the entrants from the 
board’s service, gained the council's award for freedom 
from blameworthy accidents. Of these, over 260 drivers 
qualified in that year for the council’s gold medal for 
freedom from accidents foy ten years; and over 450 others 
received the silver medal for five years’ freedom from 
accidents. This is indeed a very fine record. 


Stage Coaches on Rail 


HE transport of private carriages by train in the early 

days of railways is a facility familiar enough from 
contemporary illustrations. A road transport operator in 
France in the 1840’s, however, contrived a scheme which 
is less well known, but was of greater interest to the 
general public, when he introduced the conveyance of 
stage coaches by rail on the Paris-Orleans Railway, ‘o 
avoid the transhipment of passengers and luggage at 
stations having road-rail connections. This pioneer, a 
M. Arnoux, arranged for the bodies of the stage coaches 
he operated to be readily detachable from the underframes, 
so that they could be transferred in a few minutes to 
flat railway truck. For this purpose, gantries were erected 
across the railway lines, with a travelling hand winch on 
top which provided both for lifting and traversing the 
stage coach body. The accompanying illustration shows 
the arrangement in operation. During the transfer from 
road to rail and vice versa, passengers and lugga 




















remained in the coach and were thus saved the incon 
venience and occasional anxieties of changing. This syeorm 
was instituted when the Paris-Orleans Railway was oj 
in 1843. From the time it was abandoned until roa i 
vehicles made their appearance in recent years, « 


‘ 


sponding‘‘ no-change ’’ road cum rail journeys wer 
fined to the transport of goods in containers. 


Tilling-Stevens Limited 


Puls well-known firm of commercial motor man . 

turers had its origin over thirty years ago. Origin. ||, 
its speciality was a_ petrol-electric bus chassis which 
achieved considerable popularity by reason of avoi 
many of the difficulties associated with early and \ 
paratively inefficient forms of gear change. After 
war the company added to its range four-cylinder 
six-cylinder gear-driven petrol models and subseque 
diesel-engined models for both passenger and goods wi 
The present company was registered on November 21 
1919, as Tilling-Stevens Motors Limited, and in Augu 
1930, the title was changed to T.S. Motors Limited. On 
October 21 last, just before the recent Commercial Moto 
Exhibition at Earls Court, the company changed its titi: 
once more and adopted the present form of Tillins 
Stevens Limited, and, as will be recalled, exhibited und 
this name a comprehensive range of commercial moto1 
vehicles including gear-driven and _ petrol-electric types; 
battery vehicles; and also the famous “‘ pancake ’’ engined 
chassis. A further extension of the company’s activities 
is the recent acquisition of the manufacturing rights of 
Vulean commercial vehicles. For the moment productio: 
is being continued at Southport, but eventually manu 
facture will be transferred to the Maidstone works, and 
the products will be marketed through a new compan 
to be called Vulcan Motors Limited. The Vulcan Mot 
& Engineering Company is also an undertaking of mor 
than thirty years standing, and in October last the entir 
share and debenture capital was acquired by J. Brock 
house and Company of West Bromwich. 








Publications Received 


Report of the Work of the London School of Hygiene 
and Tropical Medicine for 1936-37.— The repcrt sum- 
marises briefly the questions which have occupied the atten- 
tion of the school during the year. One of the matters cf 
most topical interest, discussed in the report of the Divisi 
ot Epidemiology and Vital Statistics, 1s a study of the 
incidence of sickness among transport workers. The question 
of gastric sickness among bus drivers and conductors was 
brought to the attention of the Medical Research Council in 
1934, and it appointed Dr. Bradford Hill to be one of its 
representatives on a committee set up by the Industrial 
Health Research Board to investigate the problem. Th 
inquiry was necessarily long and intricate, but a_ report 
summarising the results obtained was issued in July, 1937 
Although this careful investigation was begun several years 
before the London bus strike of May last, no credit to it 
was given in the public discussion, and, on the contrary, it 


was suggested that only a strike leads to inquiry. It 1s 
unfortunately, often the fate of research of this kind nevct 
to receive public appreciation. The report also contains 


numerous references to the results of research under the 
heads of Industrial Physiology and Medical-Industrial 
Psychology, in connection with which there appears to be 
an increasing tendency on the part of industrial organisations 
or firms to consult the Industrial Health Research Beard, 
not only with regard to labour wastage, sickness absence, 
&c., at home, but also in respect of the improvement of 
working conditions in the tropics. 
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rg \HE sixth annual reports of the Traffic Commissioners 
I cover the twelve months from April 1, 1936, to 
March 31, 1937, and again reveal a continuation 

o! the growth of passenger traffic in public service 
vehicles. The more important statistical details shown in 
the reports are reproduced in the accompanying table, 
from which it will be observed that new records have been 
established under almost every heading. The work of the 
lraffic Commissioners has certainly not had a restrictive 
effect upon the development of road passenger business, 
for the total number of journeys made during the year 
1936 reached the remarkable figure of 6,426 millions, an 
increase of no less than 395 millions, or 6-55 per cent., 
mpared with 1935. In other words, the daily average 

imber of passenger journeys by road in 1936 was 17°6 

millions, an increase of considerably over one million a 
day compared with 1935. The total revenue earned in 
1936 was £65,567,151, an increase of £3,110,946 or 4-98 

cent. over the previous year. 


Operators, Vehicles, and Seats 


While the number of persons carrying on the business 
{ operating public service vehicles declined from 5,351 to 
1,991 in 1936, a decrease of 6-73 per cent., it is of con- 
siderable interest to find that the total number of vehicles 
wwned at December 31, 1936, was 47,973, an increase of 
1,463 or 3:15 per cent. compared with 1935; this is the 
highest figure recorded since the introduction of the 
licensing arrangements. The total number of seats rose 
to 1,671,664, an increase of 108,815 seats or 6-96 per cent. 
compared with 1935, while the average seating capacity 
of each vehicle was 34-85 as compared with 33-60 in the 
previous year. A further feature of the returns is the 
fact that greater work was obtained from each vehicle 
owned, as the average number of miles run on passenger 
services increased by 240 miles to 29,910 miles a vehicle. 
It is interesting to find that the local authorities (includ 
ing joint local committees of local authorities and railway 
companies) are carrying a steadily increasing share of the 
business. Thus, while at December 31, 1936, they owned 
15-51 per cent. of the total vehicles, they secured 27:96 
per cent. of the total passenger journeys and 19-48 per 
cent. of the passenger revenue as against 18°61 per cent. 
in the previous year. The London Passenger Transport 
Board owned 13-63 per cent. of the total vehicles, secured 
33:59 per cent. of the passenger journeys (as compared 
with 35-04 per cent. in 1935) and 24-82 per cent. of the 
total receipts as against 25-57 per cent. in 1935. The 
remaining operators owned 70-86 of the vehicles, secured 
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only 38:45 per cent. of the journeys but obtained 55-70 
per cent. of the receipts as compared with 55-82 per cent. 
in the previous year. 


Amalgamations and Absorptions 


One of the consequences of the 1930 Act has been the 
absorption or amalgamation of a number of smaller 
operators by large concerns. The extent to which this 
has progressed is evidenced by the returns, which show 
that in six years the number of operators has dropped 
from 6,486 to 4,991. At the same time it is somewhat 
surprising to find that there are still 1,979 operators who 
own only one vehicle, 960 who own two, 663 who own 
three, 384 who possess four, and 594 who own from five 
to nine vehicles. The largest operator is the London 
Passenger Transport Board, which owns 6,537 vehicles, or 
13-63 per cent. of the total, and the next Iargest fleet 
consists of 1,196 vehicles. Several of the commissioners 
refer to this tendency for larger concerns to take over 
smaller units, and point out that their responsibilities are 
increased thereby, as there is a danger that the interests 
of the travelling public may be prejudiced by the re- 
arrangement of services which usually ensues. Speak- 
ing generally, however, the commissioners are satisfied that 
the process has been in the public interest and that the 
larger concerns recognise their responsibilities in the matter 
of the provision of unremunerative services. The juris- 
diction of the commissioners is now extremely wide, and 
their reports—which show a welcome tendency towards a 
more uniform style of presentation—cover such diverse 
matters as licensing of drivers, conductors, and vehicles; 
certification and examination of vehicles; enforcement of 
Acts and regulations; wages and conditions of service; co- 
ordination and fares. 


Maintenance of Vehicles 


Most of the commissioners refer to the continued 
improvement in the maintenance of vehicles, but in two 
areas the reports call for a higher standard of maintenance 
to be observed. It was necessary to suspend licences tem- 
porarily in over 2,000 cases during the twelve months 
under Section 71 of the Road Traffic Act, 1930, as 
the vehicles were not roadworthy. The West Midland 
Commissioner, in particular, remarks on this point that, 
whilst the maintenance generally continues to improve, 
there are fleets which are still working on far from modern 
systems of maintenance and are lacking in adequate equip- 
ment. He also makes the significant comment that the 
small operator is not the only offender in this respect and 


SUMMARY OF OPERATIONS OF PUBLIC SERVICE VEHICLES, 1931-1936 


-assenger Journeys (millions) 


No.of No. of Average 
Year opera- vehicles number 


tors owned | of seats Express . . 
: Stage and ex- Contract Total 
cursion 

1931 | 6,486 46,476 30-89  5,185-7 33-2 50-6 5,269 -: 
1932 | 6,307 46,458 31-65 5,263-1 34-5 47-3 5,344 -§ 
1933 | 5,936 45,393 32-20 5,340-5 33-9 49-6 5,424 - 
1934 5,746 45,795 32-71 5,635°8 32-5 53-8 5,722: 
1935 5,351 46,510 33-60  5,939-8 32-7 58°8 6,031 - 
1936 4,991 47,973 34-85 | 6,327°8 34°5 64-1 6,426 - 


*Receipts (millions of £’s) 
— Average | Average 
Vehicle —— rg 
fare receipt 


* Includes receipts from conveyance of parcels, mails, luggage, and dogs : 


1931 .. £305,567 
1932 .. {308,714 


Express ( — paid | per mile 
Stage and ex- | Contract lotal ehisigitac (pence) | (pence) 
cursion 
£50-9 £4-9 {2-9 58:7 | 1,318-9 2-66 10-68 
£51 -0 £5-0 {2-5 £58°5 | 1,323-7 2-61 10-61 
£51-4 £4-4 {2-6 £58-4 | 1,313-0 2-57 10 -67 
£53°3 £4-3 {2-8 60-4 | 1,345-8 2-52 10-77 
£55+1 £4-3 £3+1 {62-5  1,381-4 2-47 10-85 
£57-8 {4-4 £3-4 {65-6 1,430°6 2-44 11-00 
1933 .. £318,890 1935 .. £352,953 
1934 .. £341,098 1936 .. £358,534 
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the members of the technical staff have still to give more 
attention than should be necessary to maintenance for the 
purpose of ensuring a reasonable standard of safety. 


Enforcement 

Despite the six years which have elapsed since the 
1930 Act became law, it has been found necessary during 
the twelve months to institute proceedings in the Courts 
in over 1,500 cases for offences against the various Acts 
and regulations, and convictions were recorded in ove 
1,300 of them. The greatest number of offences relates 
to breaches of the conditions of road service licences, while 
large numbers were for driving in excess of speed limits 
and a substantial proportion in respect of overcrowding. 

Fares 

The commissioners report that, as the result of meetings 
between representatives of the commissioners, railway com- 
panies, and road operators, complete agreement has been 
reached as to the level of the road fares for the Man- 
chester—London, Llandudno—Birmingham—London, and 
Birmingham—Portsmouth express coach services. These 
fare tables having been agreed, it can be said that the fare 
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tables for the whole of the trunk services operating from 
north to south have now been co-ordinated so as to ! 
free from all double-booking anomalies—a decidedly us:fuj 
piece of work. In order to complete the co-ordination of 
the fares for the whole of the express services operatii 
through the East Midland area, there remains only ih 
Cheltenham-——Oxford portion of the Cheltenham—London 
service to be dealt with, and a few minor matters 
which early agreement is expected. 
London Bus Turning Points 

There is nothing of outstanding importance in the rej 
other than the opinion expressed by the Metropolitan 
Traffic Commissioner that the great congestion in 
central area of London and the number of almost en 
buses in operation there, make it extremely desirable 
suitable provision should be made for turning points and 
possibly stations on the periphery of the central area. 11 
urges, therefore, that the possibilities of the provision 
use of bus stations should be the subject of a deta 
enquiry from the geographical, financial, and trat 
aspects, a recommendation on which the L.P.T.B. will 
doubtless have some fairly decided views to express. 








Road Traffic Signals 


_— instructive paper, ‘* Street Traffic Signals with 
particular reference to Vehicle Actuation,’’ which 
Mr. F. G. Tyack presented to the Institution of 
Electrical Engineers last month, shows how rapidly this 
new branch of electrical signalling has advanced since 
colour-light signals for regulating street traffic first ap- 
peared in London some 12 years ago. It is interesting to 
note that as long ago as 1868 a gas-lighted semaphore 
traffic signal was installed in Westminster, while of more 
recent years road signals have occasionally been used 
where special traffic conditions obtained, as at the Towe1 
s3ridge. The horse tramways in Liverpool had semaphore 
signals and points worked mechanically from a signal box 
at a busy crossing and junction, and the development of 
electric tramways led to several systems of single line 
automatic sighals, using semaphores or lights. These 
signal systems were developed to a high degree of pet 
fection in America especially for the interurban lines. 
The earliest forms of traffic signal lights were manu- 
ally operated and were followed by the fixed time interval 
system which, though tolerably satisfactory at some places, 
was found unsuited to general use, its operation bearing 
no reference to traffic requirements and thus tending to 
weaken confidence in the signals. Some improvement 
was made by apparatus enabling the time cycles to be 
varied to meet conditions at different hours of the day, 
but it was apparent that no satisfactory solution would 
be found without some means of making the traffic itself 
act upon the signal controlling mechanism. This was first 
achieved in the U.S.A., originally by apparatus responsive 
to the sound of motor horns—and hence clearly limited 
in application—then with the now familiar road pad device, 
or ‘‘ treadle,’’ which detects the passage of vehicles, their 
direction of movement, and speed. The first installation 
using them in Great Britain was opened in 1932. From 
then onwards rapid progress has been made in the con- 
struction of apparatus and the scientific study of traffic 
movement, density and flow, with the result that road 
signalling is now practically a distinct branch of trans- 
port engineering in the hands of specialists. The large 
installations brought into use at complicated street 
intersections in the last few years prove how much has 
been accomplished in these directions, and, as Mr. Tyack’s 





paper shows, there is already quite an imposing list ot 
authoritative articles, papers, pamphlets, and books on 
the subject. 

The paper deals fully with the principles of signal aspects, 
the construction and placing of signals, the use of special 
indications for pedestrians and tramcars, and gives a useful 
list of standard definitions covering the various features 
of traffic signal work now become essential, with an 
explanation of the basic principles of vehicle actuation, 
completed by circuit diagrams and illustrations of con- 
troller equipment. Certain apparatus already used in 
telephone engineering has been skilfully adapted to thx 
work. Mr. Tyack discusses very clearly the problems 
arising from the right-hand turn and various forms of 
street intersection, showing how the elements in the appa- 
ratus act together to produce the most efficient results. 
The combination of the “‘ first come, first served ’’ and 
‘‘ fixed rotation ’’ principles is particularly interesting, as 
is also the author’s study of the operation of signals at 
a number of street intersections in a busy city, of which 
there are some remarkable examples in the West End of 
London and where an accurate investigation of require 
ments was first made with a view to facilitating the even 
flow of traffic. Here that ingenious appliance, the traffic 
integrator, plays an important part, as the very clear 
diagrams in the paper show, reminding one of railway 
headway charts, although the circumstances are funda 
mentally so different. So well have the principles of these 
‘* progressive ’’ signal installations been worked out that 
vehicles are seldom stopped anywhere for long and can 
often proceed past a whole series of street crossings at a 
comfortable speed with no delays at all, while side road 
traffic is handled with reasonable expedition. ‘‘ Too much 
emphasis,’’ says Mr. Tyack, “‘ cannot be placed upon the 
necessity for careful planning to determine the adjust- 
ments required to meet traffic conditions and for thorough 
testing under working conditions. However efficient the 
controllers may be, mechanically and electrically, they 
cannot play their part fully unless the progressive plan 
ning is suitable for the traffic with which the system has 
to deal’’; while he gives as the test of a well-planne: 
installation that ‘‘ the streets should appear emptier than 
before the signals were brought into use.’’ 
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Chiswick Works Re-planning, London Transport 


Alterations which are making this bus overhaul establishment by far the largest 
of its kind in the world —Details of the new training ground for drivers 


T° 1920 the old London General Omnibus Co. Ltd. driven into the Chiswick works, dismantled down to the 
decided upon a policy of centralising and systema- last nut and bolt, and returned to the road practically 

tising the periodic overhaul of its fleet of buses, and a new vehicle, in an average of three days. 
in the following year erected the famous Chiswick over- The extent of the additions now in progress may be 
haul works, now, of course, the property of the London — gathered from the accompanying layout. The works are 
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planned the fleet to be maintained consisted of 2,760 the present alterations are completed the establishment 
vehicles, and in 1929 when the works were extended and _ will be by far the largest of its kind in the world. 

adapted the fleet to be overhauled and re-conditioned had Only that part of the total cost which represents new 
grown to 4,000. Since the establishment of London Trans- or improved assets is properly chargeable to capital ac- 
port a drastic re-planning and enlargement has become count, and alterations to existing assets (estimated at 
necessary in order to cope with the considerably increased £100,000) are being met out of maintenance reserve. The 
fleet of buses that has come into the board’s hands. The latter, which provides a fund for extraordinary expenditure 
guiding principle has been not only to make the works on maintenance falling outside current or normal expendi- 
cificient for the overhaul on a progressive basis of the tures, is built up by means of appropriations from revenue 
present fleet of approximately 6,400 vehicles—consider- account, determined partly in relation to authorised com- 
ibly larger in size and capacity than the earlier buses— mitments and partly to actual expenditure. The object, 
but also to allow a substantial margin for future growth. of course, is to level out, over a period, the incidence of 
Every London bus, after its allotted period of service, is any considerable burden. At June 30 last the balance 
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of this reserve amounted to £214,786, against which there 
were commitments of approximately £270,000, of which 
the re-planning of Chiswick works was the principal item. 


The Training School 

Apart from vehicle overhaul, another important depart- 
ment located at Chiswick works is the busmen’s training 
school, and, as may be seen from the layout, the new 
works include a new building for the school and an entirely 
new training ground; these are on part of the land whicn 
formerly constituted the sports ground. The new training 
ground was formally inaugurated by the Minister of 
rransport on November 8, as recorded in THE RAILway 
GAZETTE of November 12. The first centralised training 
school of the L.G.O.C. was established in 1913 at Milman’s 
Street, Chelsea, where a small driving instruction ground, 
600 sq. yd. in area, was provided. This school survived 
until the end of 1924 and some 6,981 drivers passed 
through its training. At the beginning of 1925 the work 
was transferred to Chiswick where a driving instruction 
ground eight times as large (over an acre in extent) was 
provided. 

This arrangement has continued up to the present, al- 
though the methods employed and the tests applied have 
been progressively developed on more scientific lines. 
Throughout the London area there have been many 
changes in road conditions in recent years. The road sur- 
faces have been improved but, unfortunately, not stan- 
dardised; traffic lights and pedestrian crossings have been 
introduced; and conditions generally have altered. The 
London Passenger Transport Board therefore decided to 
lay out a training ground which would incorporate features 
in keeping with conditigns which the driver would ex- 
perience on the London streets. 

The new ground has a typical layout of crossover roads, 
each 30 ft. in width and having a normal camber of 44 in. 
The roads have three types of surface finish, namely, 


special non-skid, unsanded asphalt, and sanded asphalt. 
‘Lhe finish at the entrance to the training ground and at 


“e 


the end of the ‘‘ straight ’’ has a special non-skid suiiace: 
near the stop posts the surface is of unsanded asphalt. 
It is possible to train men in both dry and wet skid 
controi. The sanded asphalt is used for the dry control, 
and the unsanded asphalt (sprayed with water if there 
is no rain) for wet control. There are traffic lighis so 
that the drivers may be taught to approach them in such 
a way that they. can obey a signal instantly without 
skidding. The stop posts are fitted with distant-controlled 
rubber arms with which the instructor may give a signal 
similar to that given by a passenger. 

Prospective bus drivers, who must have had previous 
experience of driving heavy vehicles, are given a course 
of training,, under the direction of skilled instructors, 
covering a period of up to 30 days, according to the 
ability and adaptability of the man concerned; the average 
period is 23 days. During this time the driver is instructed 
in the technique of bus operation, the mechanical features 
of motor vehicles, accident prevention methods, good road 
manners and the Highway Code, and concurrently, first 
on the training ground and later in the streets, in the 
proper driving and handling of the various types of buses 
included in the London Transport fleet. Throughout the 
whole period devoted to driving, his road sense is developed 
and his driving faults are corrected. His training com- 
pleted, he is subjected to rigorous driving tests in the 
congested streets of Central London, and a final certi- 
ficate is not given until the Chief Examiner is satisfied 
with both his technical ability and also his freedom from 
any bad driving habits which are liable to result in acci- 
dents. On passing out from the training school a driver 
is placed on probation for a period of three months, during 
which time his work is observed and carefully checked and 
he is given further instructions and advice when neces- 
sary. (See editorial note on page 1167). 








Overseas Notes 


Bedford Lorries for Afghanistan 

For many years the north-eastern part of Afghanistan has 
been a very fertile cotton-growing centre, and the present 
Government has invested large sums of money in its develop 
ment. Transporting the cotton rapidly and economically has 
provided a problem, as there is not a single mile of railway 
working in the Kingdom of Afghanistan. The run from 
Mazara-Shariff (the district where the cotton is grown) to 
Peshawar (the railhead in India whence it is dispatched to 
the port of Karachi for shipment) takes from seven to ten days 
over a route through a rugged and hilly country with primitive 
roads. It was estimated that to transport even what is now 
grown would require about 400 lorries, and the type of vehicle 
needed was one that would stand up to the arduous conditions 
of the frontier country. Accordingly, several makes were tried 
on experimental runs, and finally, after weeks of test, an initial 
order for 488 Bedford three-ton trucks has been placed. An 
experienced service engineer is being sent out to assist the 
Afghan Government to organise service stations and garages 
to maintain this large fleet, as well as to train local men who 
will be responsible ultimately for supervising the Govern 
mental transport system. 


Road Traffic Control in Ceylon 

Quite apart from the heavy financial losses incurred by 
the Ceylon Government Railways as a result of uncontrolled 
road competition, the Executive Committee of Communica- 
tions and Works under the Government, considers that the 
control of all forms of road transport in the island is imperative 
for the following reasons. From the point of view of public 
convenience, comfort, and safety, the present state of the 
road transport in Ceylon is intolerable. Passenger services 
are irregular; an owner will put his bus on or take it off 





the road as he chooses. He can, and does, withdraw his 
vehicle from one to put it on another route which, for the 
moment, is likely to pay better. Racing for passengers cften 
results in accidents with loss of life and limb, and, in the 
absence of third-party compulsory insurance, the injured 
and the dependants of the dead are made beggars for life, 
as it is seldom that any compensation can be recovered from 
the bus owners. Competition for passengers when carried 
to its logical conclusion leads to clashes between rival interests 
to obtain the monopoly of a route, clashes in which very often 
the innocent passengers are injured and sometimes killed 


Ceylon Railway Road Vehicles 

Six new motor vehicles—two lorries and four vans—have 
been turned out by the Government Railway workshops at 
Ratmalana, Colombo, for the Railway Department’s collec- 
tion and delivery service. The new lorries are all on Morris 
Commercial chassis, and the bodywork only is built at 
Ratmalana ; the woodwork is entirely of Ceylon woods. 
The bodies of the lorries have been specially designed for a 
container service which is contemplated in the near future 
The entire hoods of these vehicles are detachable and the 
sides can be dropped down, leaving a flat truck on to which 
containers can be loaded by cranes. 


The Bengal-Nagpur Railway and Road Services 

Until the present time the transport activities of the Bengal- 
Nagpur Railway Company have been limited to running 
railways, but on December 9 an extraordinary general meeting 
of the company unanimously approved a resolution altering 
the memorandum of association of the company so as to 
permit running road motor services in India. The Chairman 
and Managing Director, Sir Trevredyn Wynne, recently 
expressed the view that India could not afford roads permit- 
ting high speed and heavy lorries, and he advocated roads 
acting as feeders to railways which the railways might assist 
in providing in lieu of branch lines. 
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G.N.R. Road Services in the Irish Free State 


A fleet of 130 buses maintains 45 passenger routes, and 121 goods lorries feed the 





YIIM 


railway 


rg\HE Great Northern Railway (Ireland) occupies an 
unique position among Irish railways, as its main 
line forms the chief link between Dublin and Bel- 
fast—respectively the capital cities of the Irish Free State 
and of Northern Ireland—and the company has a con- 
siderable rail mileage on both sides of the border. Prior 
to October, 1935, the G.N.R. operated a comprehensive 
service of road motor vehicles for both passengers and 
goods throughout the area traversed by its rail services. 
In Northern Ireland, however, this position was funda- 
mentally changed by the passage of the Road and Rail 
[ransport Act (Northern Ireland), 1935. Under this Act 
all road services in Northern Ireland, including those of 
ie Great Northern and other railway companies, but ex- 
cluding those which operated on both sides of the Border, 
were merged in the newly-created Northern Ireland Road 
Transport Board. Twenty-one service routes operated by 
the Great Northern Railway were involved in_ the 
transfer; and the fleet taken over by the Road Transport 
Board comprised 50 passenger and 58 goods vehicles. 
Legislation has also been en- 


-The company is now manufacturing its own chassis at Dundalk works 


with which it has been invested and the principal competitive 
haulage services have been taken over. It has been the 
policy of the company to use, as far as practicable, its rail 
services for the conveyance of goods between railhead 
stations and to employ the motor lorry services as con- 
necting links to outlying towns and villages. In many 
cases these outlying districts are regularly served 
daily, or on certain days of the week, but where the 
volume of traffic available is small, services are given 
as required. Trunk freight services are maintained 
between all points where there is a demand and necessity 
for such. 

A special Road Classification of Merchandise, drafted 
on broad simple lines and comprising only four classes, 
has been approved by the Railway Tribunal and statutory 
authority is now being sought for a Scale of Maximum 
Charges to fit that classification. An important and 
rapidly growing adjunct to the ordinary freight service 
is the furniture removal business. This is a branch of 
the service which has been developed only recently but 





acted in the Irish Free State 
eoverning the operation of motor 


transport, but in a _ form 
materially different from 
Northern Ireland. Under the 
Free State Road Transport Act 


of 1933 the railway companies 
as ‘‘ authorised ’’ carriers were 
empowered to acquire the pas- 
senger and goods services of all! 
‘ existing ’’ carriers. With one 
x” two unimportant exceptions 
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has also availed itself of the 
legislative powers of acquisition 


Sketch map showing the bus services of the Great Northern Railway 
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it has grown on a considerable scale, and both the direct 
road and the road-rail services are fully used in connection 
with it. 
Composition of Fleet 

The fleet of 130 buses consists of 70 petrol-engined 
and 60 oil-engined vehicles; most of the latter have been 
converted from petrol to fuel oil during the last three 
years. All these chassis are fitted with single-deck bodies, 
and it is only now that the double-deck bus is making its 
entry into the G.N.R. fleet. A few weeks ago the com- 
pany bought for experimental purposes two double-deck 
A.E.C. Regent chassis and bodies which were assembled 
at the company’s works. On October 17 these were 
placed in service on the Dublin-Howth route, and, if suc- 
cessful, the number of such machines will be greatly 
increased. Owing to the numbers of small operators 
taken over, no particular type of vehicle had been stan- 
dardised until this year, when the company decided to 
build a chassis to its own specification. The present fleet 
is therefore somewhat varied as regards types and con- 





One of the diesel-engined buses of C.N.R. build, with a 35-seat solid roof body 


sists of 82 Leyland, 19 A.E.C., 3 A.D.C., 9 Dennis, 
and i7 G.N.R. 

In the goods section of the fleet there are 121 lorries, 
practically all of which are fitted with petrol engines. 
This number is composed of Leyland, Albion, Morris- 
Commercial, Ford, Bedford, Beardmore, Federal, Dennis, 
Karrier, A.D.C., A.E.C., Commer, and Dodge makes. 


The G.N.R. Chassis 


The G.N.R. chassis mentioned above, and shown in 
the photographs and drawing reproduced, is completely 
assembled in the company’s works, and fitted with the 
Gardner 5 L.W. engine and Meadows’ four-speed gear- 
box. It has an R.A.C. rating of 36°5 h.p. and, at the 
maximum engine speed of 1,700 r.p.m., is capable of 45 
m.p.h. Some of these chassis have been fitted with 
standard 35-seat solid roof bodies as shown in the accom- 
panying illustration, while the remainder are fitted with 
31-seat sun-saloon bodies. 


Overhaul Methods 
All the vehicles are overhauled on a mileage basis, dock 
overhauls being carried out after every 15,000 miles, and 
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Arrangement of the chassis built by the Great Northern Railway at Dundalk works 
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complete overhauls after 60,000 miles. 
When a complete overhaul is_ being 
carried out the body is removed, the 
completely stripped and. dis- 
mantled, and all working parts cleaned 
in a degreasing plant. The parts are then 
examined and tested for flaws, &c., in a 
magnetic crack detector. To avoid con- 
fusion, all parts to be scrapped are 
marked red, those for repair are marked 
yellow, and those in good order marked 
green. 

Any worn shafts or pins are built up 
by a metal spraying plant which is also 
used for welding aluminium crankcases, 
gearboxes, radiators, and so forth. When 
all worn parts have been repaired, and 
scrapped parts replaced, the units are 
re-assembied and again fitted into the 
chassis, which has by now been cleaned 
and painted. Before replacing, the engine 
is run-in and tested for brake horse 
power, &c., on a Froude dynamometer. 
During this time any necessary repairs 
have been carried out and the body re- 
painted. 

The repair shops are situated in Dun- 
dalk, where a section of the company’s 
locomotive works has been converted for 
this purpose. These shops aie very well fitted out, the 
equipment including two Froude dynamometers, two 
cylinder grinding machines, crankshaft grinder, cylin- 
der honer, parallel shaft grinder, main bearing boring 


chassis 


Double-deck A.E.C. bus recently introduced into the G.N.R. fleet, and 


Dublin and Howth 


now in service between 


machines, lathes, and drilling machines. Adjacent to these 
shops a body building shop has been constructed; this 
is used for building new bodies only. There is also an 
extensive sawmill, smithy, and machine shop. 








Producer-Gas Bus in Scotland 


: ing Highland Transport Co. Ltd., a concern in which 
the 


» L.M.S.R. holds 50 per cent. of the shares, 

has taken delivery of a 32-seater four-wheeled pro 
ducer-gas passenger bus for service in the Dornoch dis- 
trict, and it is claimed that this is the first producer-gas 
bus to take up regular working in the British Isles. 
Built by Gilfords (H.S.G.) Limited, the vehicle incor- 
porates the producer of the associated firm, High Speed 
Gas (Great Britain) Limited, as described in detail in 
the Road Transport Section of THE RatLway GAZETTE 
for july 30 last; but contrasted with the vehicles de- 
scribed in that issue, the producing plant is located at 
the rear end. The panelling surrounding the plant, and 


the door giving access to the dust collectors, can be seen 
in the accompanying illustration. Cooling and cleaning 
are carried out underneath the chassis, and the front of 
the vehicle is in every way of the conventional type. 
Starting up of the producer plant is effected by an 
electrically-driven exhauster, according to the normal 
H.S.G. practice for commercial vehicles, but there is an 
extra fitting to ensure that during stand-by on prolonged 
stops the exhauster is kept running slowly, thus keeping 
the producer plant in a gas-making condition ready foi 
a quick start, even with a non-reactive fuel. The small 
amount of gas produced during these stand-by periods is 
burned off in a safe gas-burner, so that no poisonous 
fumes are exhausted into the atmosphere. 
As the gas-burner is in circuit at all times 
when the exhauster is working, any in- 
flammable gas which may appear is im- 
mediately burned, and the only poisonous 
element in the gas mixture at any point 
in the circuit is carbon monoxide, which 
is inflammable. As with the normal 
H.S.G. system, the exhaust of this High- 

land Transport bus is innocuous. 

An A.E.C. 8-litre engine forms the 
propelling agency, and the drive is 
through a five-speed gearbox. The fuel 
consumption on anthracite and low tem- 
perature coke is in the region of 2 lb. 
a mile, and the water consumption 0-4 
to 0-6 lb. a mile, varying according to 
the conditions met with in the normal 
service. 
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No fewer than 8,389 horses are in the company’s service on cartage and shunting 


work—Some notes on the production of provender, and treatment of sick animals 


PERUSAL of Mr. H. W. Faircloth’s 

A paper (reproduced on page 878 of our 
issue of November 19) demonstrates 
clearly even to those unfamiliar with close 
details of railway cartage operations that the 
utility of the horse in providing the motive 
power for road freight vehicles is by no means 
at an end. The evolution of the mechanical 
horse has resulted in considerable acceleration 
in the process of mechanisation during the 
past five years, and the total effect of the 
last decade on the cartage strength of the four 
British main-line railways has been an increase 
of 6,252 motors and a decrease of 5,352 horses. 
Nevertheless, the process of conversion is un- 
likely to reach the stage of eliminating the 
economic value of the horse until a motor unit 
is devised which can show working costs on 
a parity with horse unit cost, always except- 
ing the possibility of new legislation barring 
horse traction from the streets of large cities. 
At the beginning of the present year the 
four main-line railway companies had a total 
stud of 13.635 horses for cartage and shunting 
work, of which no fewer than 8,389 were 
in the service of the L.M.S.R. As with their 
mechanical counterparts, horses require regular 





Horse-drawn depot sorting dray with automatic coupling 


‘ fuelling ’’ and occasional ‘‘ overhaul ’’ and the follow- from the mills to the principal horse depots. Incidentally, 
ing notes outline the activities of the L.M.S.R. in these London horses are the largest eaters, and, despite their 
important but little known sidelines of railway operation. rural surroundings, country horses do not have so large 
So far as food is concerned, the L.M.S.R. manufactures a ration as those working in the City. The London 


provender for its horses at its own four mills, situated at railway horse, in fact, is allotted 14 lb. more a week than 
Camden (London), Oakham (Rutland), Manchester, and its country cousin. 

Glasgow. The output of the English mills amounts to Every year contracts are placed by the Stores Depart- 
37,336 tons per annum, which normally is railed direct ment, which is responsible for the mills, for large 





Clipping a horse in King’s Road stables, 


quantities of British hay, straw, grain, 
and bran, to the company’s ‘require- 
ments and subject to exacting inspection 
on arrival. Most of the hay is purchased 
in the Home Counties, but last year, owing 
to the failure of the home crop, it was 
found necessary to obtain stocks of 
Canadian hay in order to maintain the 
standard of provender. The work of the 
mills is to turn out a feed to the specifi- 
cations and satisfaction of the Horse 
Department. The latter, after extensive 
experiments, has selected standardised 
feeds for the three different types of horses 
in the company’s employ. The amount 
of feed varies slighily according to the type 
of horse and the classification of the 
work it performs. Although the quantities 
of feed vary slightly, the main constituents 
are the same. The additional amount 
given to the London horses is made up 
of oats. 





A Modern Provender Mill 





The methods of production at all 
the L.M.S.R. mills are on similar lines, 
St. Pancras but that at Oakham, which is one of the 
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most up to date in the country, taken 
as a good example of modern practice. 

The Oakham mill, which belonged to the old Midland 
Railway Company, employs a staff of 40 men in the 
manufacture of the provender. In addition, ten men look 
after the engines which provide the electrical power for 
driving the machines and lighting the building, and also 
man the fire engine. The latter consists of two steam- 
driven pumps which can call upon a reservoir containing 
280,000 gall. for their water supply; a system of sprinkler 
pipes is also installed. The generating plant will shortly 
be displaced, and the electricity for all purposes purchased 
from the local authorities. 

The mill possesses rail-connected sidings and is particu- 
larly well equipped for dealing with both inward and 
outward traffic. Ten capstans facilitate wagon movement, 
and the supply and demand is so regulated that the 
minimum number of empty wagons is on hand. The hay 
and straw, which is trussed and in bundles, respectively, 
is transported from the wagons to four cutting machines, 
and duly cut into chaff of about $ in. lengths. 

It is then passed through a system of elevators to the 
various floors where the chaff is cleaned before it is mixed 
with the maize and cats, which meanwhile have under- 
gone similar cleansing treatment and crushing. The pro- 
vender is finally weighed collectively and bagged. It has 
been ascertained that, as a result of this process of elimina 
tion, four tons of dust are extracted from every 190 tons 
of hay cut into chaff. Electro-magnets quickly detect 
nails and other pieces of metal which may have crept into 
the raw material. 

A feature of the operations from an efficiency stand 
point, is that the provender is practically untouched by 
hand from its receipt in the raw state until its departure 
as the finished article. The blending is performed auto- 
matically by machinery, which ensures every sack being 
filled with a mixture of the various commodities in their 
correct proportions, and the provender is then tipped into 
the bags which, after being tied, are conveyed by endless 
belt and placed in the wagons for dispatch. 

Every week Oakham dispatches 7,600 bags, containing 
a total of 374 tons of mixed provender. This is distributed 
in 110 wagons to an area extending as far as Bristol in 


may be. 





A collar to prevent a horse biting and aggravating sor 
places that have been treated 


the west, taking in part of London, and going as far 
north as Leeds. The weekly outputs of the Manchester 
and Camden mills are 209 tons and 135 tons respectively. 


The Willesden Sanitarium 

The efforts of the L.M.S.R. in running its own mills, 
in order to produce scientific feeds for its horses, is well 
repaid in the fitness of the animals and in their compara- 
tive immunity from serious illness and breakdown. It is 
impossible, however, to eliminate all ailments, and the 
company maintains at Willesden a well-equipped horse 
sanitarium and a special ‘‘ nursing ’’ staff. On an average 
80 cases a week are dealt with here, and fewer than 
24 per cent. fail to respond to the varied treatment, which 
includes such features as mud baths and special diets. 








Above: The horse foot-bath at the Willesden Sanitarium 
Left : 


A horse being treated for blisters on the forelegs 
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Progress of the Reichsautobahnen 


Within four years of the inauguration of the scheme, 965 miles were opened 


for traffic. 


gw in Great Britain in the progress of the 
German motor roads, or Reichsautobahnen, has been 
considerably quickened during recent months as the re- 
sult of a visit to Germany of a British delegation. The party 
comprised 224 members and the visit was arranged jointiy 
by the Royal Automobile Club, the Automobile Associa- 
tion, and the British Road Federation. This delegation 
included members of both Houses of Parliament, county 
councillors, road surveyprs, and representatives of various 
associations, under the honorary secretaryship of Mr. R. 
Gresham Cooke. The party left England on September 25 
and returned on October 3, during which time the members 
inspected some 545 miles of Retchsautobahnen as guests 
of Dr. Todt, Inspector General of the new German road 
system. 
it will be recalled that the first sod of these German 
national highways was turned by Herr Hitler on Septem- 
ber 23, 1933, and the first section of road—the 22-km. 
(13-67-mile) length between Frankfort-on-Main and Darm- 
stadt—was formally opened on May 19, 1935. By mid- 
September, 1937, after four years of work, 18 Reichsauto- 
bahn sections. totalling 1,552°9 km. (965 miles) were open 
for traffic. There are 1,652 km. (1,026-5 miles) in con- 
struction and plans and arrangements for construction 
have been made for 2,014 km. (1,250 miles) more. By 
the end of 1937 more than 2,006 km. (1,248 miles) of these 
highways will be open to motor traffic, and about 1,000 
km. (621:5 miles) will follow yearly. The whole network, 
amounting to 6,900 km. (4,287 miles), is expected to 
be completed by 1942. Since this estimate was published, 
however, the scheme has been further extended, for, at 
the beginning of November, Dr. Todt announced that 
the road network will ultimately comprise between 5,500 
and 6,000 miles. 
The fllqwing figures, taken from Volume No. 18, 1937, 
of the official publication Wirtschaft und _ Statistik 
(Economics and Statistics), give an idea of the enormous 


Plans have now been extended to comprise 5,500 to 6,000 miles 


amount of technical and manual labour put forth in the 
4 years. 


Number of Persons Employed 


The construction of the national motor roads, of which 
one of the primary objects was the relief of unemploy- 
ment, occupied some 250,000 workpeople in the first year 
or two, directly or indirectly.. The lack of skilled men, 
and even untrained ones, since the unemployment crisis 
declined, has led in the present year to a large use of 
road making machines, so that the highest number em- 
ployed in 1937 was 100,860, or 23,623 fewer than for 1936. 


AMOUNT OF WoRK ACCOMPLISHED 


82,314,000 


TABLE I. 


Working days completed 


Surface dug 40,704,000 sq. m. 
Earth removed 104,766,000 
Earth and rock moved 189,450,000 
Road surfaces laid 32,917,000 
Cement 25,450,000 
Tar and bitumen 2,845,000 


2,700,000 
1,923,000 


Stone slabs 
Various is es ot pci i 
Materials supplied for use down to Septem- 
ber 1, 1937: 


Cement ‘ Le - ne ia 3,050,000 tonnes 
Gravel and sand <7 ee se mt 13,346,000 sq. m. 
Broken stone 3,834,000 tonnes 
Paving stone. . 962,000 
Quarry stone 2,673,000 
Iron and steel 397,000 


Cost of the Work 
By August 1, 1937, orders worth 1,700 million RM. 
had been placed and payments to the value of 1,400 mil- 
lion RM. made, while purchase of ground, interest, freight 
charges and management had cost 333 million RM., 





The Mannheim-Frankfort-Heidelberg triangle looking towards Mannheim 
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Reichsautobahnen bridge across the Elbe on the Berlin-Hanover Road 


84 millions being for the first item. Total expenditure on 
the highways by that date was about 1,700 million RM. 


Bridges 

There is on the average a bridge of some sort for every 
750 m. (820 yd.) of road, so that between 10,000 and 
14,000 bridges and culverts have to be built, of which, 
of course, the great majority are small works (costing 
under 100,000 RM. each). By the end of August, 1937, 
3,223 bridges and culverts were completed and 881 were 
under construction or being designed; among them were 
117 bridges of fair size, costing over 500,000 RM. each. 
Table II shows the largest bridges completed or under 
construction. 


TABLE II 
Maxi- 
Bridge Road Length mum 
height 
Stone Metres Metres 
Over the Saale, Chemnitz-lisenach % 751 21 
near Jena 
lelstertal Chemnitz-Plauen-Naila .. 680 61 
Sieg ; Cologne-Frankfort (Main) 400 10 
Géltschtal Chemnitz-Plauen-Naila .. 394 35 
Over the Ilm, Chemnitz-Eisenach ; 383 17 
near Mellingen 
Rke-inforced Con- 
crete 
*Over the Elbe Hanover-Berlin 1,170 15 
near Hohen 
warthe steel 
portions also 
l'rankenhausen .. Dresden - Chemnitz - Wei- 491 19 
mar 
*Over the Neckar VFrankfort (Main)-Heidel- 391 16 
berg 
*Overthe Danube Stuttgart-Ulm oe ‘~ 359 18 
*Saubachtal Dresden - Chemnitz - Wei- 261 18 
mar 
Steel 
*Valley near Berlin Circular (East) .. 738 19 
Rudersdorf 
Over the Havel .. do do. (West) .. 704 22 
*Neandertal Cologne-Diisseldorf ei 540 21 
*Freiberg Mulde Dresden-Chemnitz * 403 70 
*Manegfall Munich-German frontier. . 319 68 


* Completed 


The most expensive bridge so far is that over the Elbe, 
near Hohenwarthe, costing about 5-5 million RM., and 
it is also the longest, 1,170 m. (1,280 yd.). 

The road built this year from the medieval city of 
Worms on the Rhine to the valley of the Main has been 
named the Nibelung Road, on account of the associations 
of this district with the famous legend. A second road 
which is being constructed through the Odenwald from 
Heppenheim to Erbach is to be called the Siegfried Road. 
It will pass close by two springs associated with the 
Siegfried legend, one at Heppenheim and the other at 
Gras Ellenbach where Siegfried is reputed to have been 
killed by Hagen while drinking from its waters. 


New Sections 

Since the completion of the four-year period to which 
the above-quoted statistics apply, various further sections 
of road have been brought into service. The first stretch 
of the German State motor road to cross the Saar 
Palatinate was opened at the end of October. This road, 
18 miles in length, passes over the higher wooded region 
of the Palatinate and four bridges have been built to 
carry it across the intervening valleys. Those crossing 
the Waschmihl and Lauter valleys are among the largest 
bridges constructed for the State motor road system. The 
14-mile stretch of the German Reichsautobahnen from 
Siegsdorf to Piding in Bavaria which was opened to traffic 
last month, is probably the most beautiful section in the 
whole system of State motor roads. It travels through 
the heart of the Bavarian Alps and at one point is 2,000 ft. 
above sea level. 








Wuat’s THE ATTRACTION?—In the course of our article 
on the British Electrical Federation (published in our issue 
October 22 last) we pointed out that the advertising depart- 
ment of this extensive organisation handled the letting 
of spaces on road transport vehicles of its member com 
panies, and dealt directly with national advertising 
emanating from the London area. To assist in this work 
the Federation produces an excellent brochure entitled 
‘“What’s the Attraction? ’’ of which we have recently 
received the new edition. With its many valuable pieces 
of information this constitutes not only a useful guide for 
potential advertisers but also a handy work of reference. 
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A correspondent describes their history, organisation, 


traffic, equipment of all kinds, and docks 


rg\HE Federated Malay States Railways are maintaining 
: their reputation for up-to-date organisation and ser- 

vices, aS we noticed during a recent visit. The 
management provides excellent services for business men 
and tourists between the important capitals and ports in 
the peninsula, and with the Kingdom of Siam, in conjunc- 
tion with the Royal State Railways of Siam. 

The F.M.S.R. system serves a population of 6} million, 
spread over an area of 104,693 sq. miles in the Federated 
Malay States, the Unfederated Malay States, British 
Malaya, and the Straits Settlements. The first section 
was opened in 1885, from Port Weld to Taiping, and in 
1901 the separate States sections were brought under 
central management. The characteristics of the system 
are a long main line from south to north through the 
peninsula, from Singapore to the Siamese border, 
580 miles, with short branches to the ports on 
the Straits of Malacca; and an East Coast line 
to Tumpat, on the China Sea, also giving a 
connection with the Siamese railways. The total 
mileage is 1,067, all single track with the exception 
of the Prai-Bukit Mertajan section (the Penang 
branch), 64 miles, and about 3 miles north and 
south of Kuala Lumpur, which are double 
track, the former to cope with the goods traffic 
to Penang, the latter for suburban _ traffic. 
Second track and sidings total 254 miles. 


Organisation and Traffic 

The headquarters of the system are at Kuala 
Lumpur, capital of the Federated Malay States. 
Under the General Manager are seven depart- 
ments, the Chief Engineer’s, Transportation; 
Chief Mechanical Engineer’s, Chief Accountant’s, 
Stores, Police, and Health Departments. The 
Transportation Department is sub-divided in two 
divisions, the Western based on Kuala Lumpur, and the 
Midland on Gemas. The Chief Engineer’s Department 
has six districts for maintenance and new works, and a 
Signal Engineer’s Department. Locomotive running is 
under the Transportation Manager. 

The principal products of the territory served by the 
system are tin and rubber, and the railways’ prosperity 
is greatly influenced by the trend of the trade in these 
products. The world trade depression had an extremely 
serious effect on the rubber and tin trade, and as a result 
the railway receipts declined by no less than 61 per cent. 
during four years from 1929 to 1933. In the same period 
the management succeeded in reducing working expendi- 
tures by 40 per cent., and only the years 1931, 1932 and 
1933 show deficits. Since 1934, when a trade recovery 
occurred, the system has been paying its way again, not- 
withstanding increasing road competition, and this fact 
is Well worth particular attention as it confirms strikingly 
the experience of railways in other parts of the world 
that the depression far more than new road competition 
was the principal cause of decreasing railway revenue. 


Track, Buildings, and Equipment 
It is at once noticeable that the management and the 
staff take special pride in keeping the line, stations, trains, 
and equipment scrupulously clean, and the staff is trained 
in giving efficient and courteous service. The head- 
quarters offices, station, and hotel opposite, at Kuala Lum- 


Singapore station. 


pur, are among the sights most admired by the many 
tourists visiting this beautiful capital. The permanent 
way on this metre-gauge railway is kept up to high stan- 
dards; 80-Ib. rails on local hardwood sleepers, and stone 
ballast are standard on the main line and the important 
branch lines; 60-lb. rails and sand ballast are used on the 
branch lines with light traffic. 


Locomotives and Rolling Stock 
The amalgamations of the various State systems, the 
years of the war and its aftermath, and the world trade 
depression have been a serious handicap in the standardi- 
sation of the rolling stock, but a good deal has been 
accomplished in this direction. Three-cylinder 4-6-2 
engines with 8-wheeled tenders continue to show creditable 





Arrival platform, left; departure, right 


performances on the express and mail trains, and also on 
the principal through goods trains. The first three engines 
of this type, the “‘S’’ class, were built by the North 
British Locomotive Co. Ltd., and were placed in service 
in 1928. They were described in THE RAILWAY GAZETTE 
of May 18, 1928. A further batch of eight of the same 
class was ordered from Beyer Peacock & Co. Ltd. in 1930, 
and was described in THE RatLway GAZETTE of June 26, 
1931. The last order for five engines was placed with 
Beyer Peacock in 1932; these engines have a new type 
of cab with sun screen, smoke deflectors, the R.C. poppet 
valve mechanism, and a larger tender. 

For the important branch lines 4-6-4 tank engines, 
styled ‘‘C’’ class, were introduced in 1930; these were 
built at the works of Nasmyth Wilson & Co. Ltd., and 
were described in our issue of November 7, 1930. All 
these engines are used on the principal locomotive turns, 
and double-heading is exceptional nowadays. A special 
feature of the locomotive running is that for the principal 
trains this is centralised at Kuala Lumpur shed, an 
arrangement that has led to drastic reductions in running 
expenditure ; it involves daily turns of 500 miles for the 
engines working the expresses between Kuala Lumpur and 
Singapore. 

The newest passenger stock consists of first, second, and 
third class coaches, dining, sleeping and buffet cars, 
luggage and mail vans. The metre gauge has caused some 
difficulties in finding the most suitable. and comfortable 
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construction, more particularly with 
regard to the width of the coaches 
and the springing of the bogies. 
The standard finally adopted is an 
open type coach with end entrances, 
and having a maximum width of 
9 ft. 0} in. at the waist, below the 
windows, slightly less at the top, and 
about 7 in. less at floor level. This 
gives the vehicles a modern and 
neat appearance. In the design of 
the bogies the Siamese practice is 
followed; a wheelbase increased from 
5 ft. 6 in. to 6 ft. 6 in., and the 
introduction of transverse springs 
and coil springs at both sides of the 
bogie frame have improved the 
running, and this type is now 
standard. All passenger vehicles are 
lighted by electricity. The under- 
carriages are imported from Great 
Britain, the bodies, of excellent local 
timber, mostly teak, are made at the workshops at Sentul, 
just north of Kuala Lumpur, Chinese labour being em- 
ployed. Two of the latest vehicles are air-conditioned 
and were detailed in the RAILWAY GAZETTE. of Novem- 
ber 20, 1936. j 

Articulated all-steel twin railcar sets, two carriages on 
three bogies, have been introduced to compete with road 
traffic over short distances, apparently with satisfactory 
results. Opinions appear te be divided as to whether the 
all-steel construction is suitable in the tropical climate 
of the Peninsula. 


Train Services 

[he principal trains are the up and down day and 
night expresses daily between Singapore and Prai 
(Penang), wnich cover the distance of 488 miles plus ihe 
ferry from Prai to Penang in 20 hr., and 22 hr. 30 min. 
respectively in one direction, 20 hr. 45 min., and 22 hr. 
in the other. In connection with these trains through 
expresses are run between Prai (Penang) and Bangkok, 
the Siamese capital, twice weekly, 27 hr., a distance 
of 715 miles. These trains have through sleeping carriages 
from Kuala Lumpur to Bangkok and back. A good ser- 
vice of local and mixed trains is maintained on short 
sections. Most of the goods traffic is conveyed during 
the night, and throughout most of the system goods are 
delivered the morning after the day they have been ac- 





Port Swettenham goods yard 
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Port Swettenham passenger station 


cepted. The administration has instituted collection anc 
delivery by road services at all principal centres. 


Ports Served by the Railways 

The principal ports, Singapore and Penang are both 
on islands. Penang is served by railway-operated ferry) 
boats for passengers and goods, and Singapore was, up 
to 1933, reached by rail via a wagon ferry across johor 
Straits. In September of that year the new causeway, 
1,155 yd. long, built through an average depth of wate: 
of 47 ft., was opened for rail and road traffic. It carries 
a single line, but space has been reserved for a second 
track. The port of Singapore is owned and operated by 
the Harbour Board, and the railway runs sidings to the 
various docks and wharves. At the other ports in the 
Peninsula the railway administration has constructed its 
own wharves and piers. 

Port Swettenham, the port for Kuala Lumpur and dis. 
trict, is well equipped with wharves, jetties, sidings, 
modern sheds, and electric cranes for the handling of 
cargo for ocean steamers. Prai and Penang are equally 
well equipped and various smaller ports give all the accom- 
modation needed for the exchange of cargo between ship 
and train. The only port on the east coast served by 
the railway is Tumpat. Shallow water inside the bars 
prevents the development of large ports on that coast. 
Perhaps the most extensive works in connection with the 

development of traffic facilities be- 
tween ocean ships and railway have 


been those for the deviation, in 1932, of 


83} miles of the main line in Singa- 
pore Island. The line now runs 
along the outskirts of the town to its 
terminus alongside Keppel Road, 
just opposite the Empire Dock. This 
deviation was described in our issue 
of November 18, 1932. 

The application of modern prac- 
tices on the F.M.S.R. is further mani- 
fest in various other. departments 
such as electric signalling and colour- 
light signals at Singapore, central 
train control from Kuala Lumpur, 
mechanised accounting, and training 
schools for the staff. A_ special 
feature also is the housing of prac- 
tically the entire staff in railway- 
owned houses and bungalows. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. G. G. D. Hill has been appointed 
ssistant Private Secretary to the 
Minister of Transport. 

Mr. J. F. Brook, who retires on 
cember 31 from the position of 
istrict Passenger Manager, Birming- 
ham, L.M.S.R., entered the service of 
the London & North Western Railway 
in the Traffic Superintendent’s Office 


_ — 


=) 





Mr. J. F. Brook 


District Passenger Manager, Birmingham, 
L.M.S.R., 1932-37 


at Euston in June, 1892, and after ex- 
perience in various parts of the line in 
both Passenger and Goods Depart- 
ments became Trains Clerk, Office of 
Superintendent of the Line, Euston, in 
September, 1909. Mr. Brook has been 
at Birmingham since July, 1913, when 
he was appointed Outdoor Assistant to 
the Passenger Superintendent, Bir- 
mingham. 
Passenger and Parcels Agent, Birming- 
ham, and in October, 1931, Assistant 
District Passenger Manager, Birming- 
ham; he was appointed District 
Passenger Manager, Birmingham, in 
June, 1932. 

From The London Gazette of 
December 7: Territorial Army, Royal 
Engineers, Engineer & Railway Staff 
Corps: Lieut. John Blumenfeld 
Elliott, Reserve of Officers, to be 
Lieut.-Col. (October 30). 


Dr. Todt, the Inspector General of 
the Reichsautobahnen (German Motor 
Roads), has been awarded a grand prix 
for public service by the International 
Jury of the Paris Exhibition. 


asvaehka 


In April, 1925, he became 


Mr. G. R. Bradbury, who, as 
announced in our issue of December 
10, has been appointed District Pas- 
senger Manager, Birmingham, 
L.M.S.R., in succession to Mr. J. F. 
Brook, entered the service of the 
former London & North Western Rail- 
way as a junior clerk at Kensington 
(Addison Road), London, in April, 1895. 
He was appointed to the District 
Superintendent’s Office, Euston, in 
1899, and to the office of the Superin- 





Mr. G. R. Bradbury 


Appointed District Passenger Manager, 
Birmingham, L.M.S.R. 


tendent of the Line, Euston, in 1906. 
Mr. Bradbury served with H.M. 
Forces from 1915-1920, and upon the 
formation of the L.M.S.R. in 1923 
became successively Assistant Chief 
Claims Clerk and Chief Traffic 
Development Clerk, in the General 
Superintendent’s Office. Subsequently 
he held the positions of District Pas- 
senger Agent at Leicester (October, 
1928), and at Nottingham (October, 

1931). In September, 1932, Mr. 
Bradbury was appointed Assistant to 
the District Goods and Passenger 
Manager, Derby, which position he 
now vacates to take up his new 
appointment. 

The Secretary of State for the 
Colonies has recently approved the 
following appointments :— 

Mr. J. W. Lewis, Maintenance and 
New Works Engineer, to be Chief 
Engineer, Way and Works, Federated 
Malay States Railways. 

Mr. L. E. Steventon, Senior Traffic 


Assistant (Headquarters), Railway 
Department, Nigeria, to be Traffic 
Manager, Tanganyika Government 
Railways. 


We regret to record the death on 
December 10 of Mr. A. J. Brickwell, 
C.B.E., Estate and Rating Surveyor, 
Southern Area, L.N.E.R., from 1923- 
35. Mr. Brickwell died in the Victoria 
Cottage Hospital, Barnet, on behalf 
of which he had been an active worker 
since his retirement, being Honorary 
Director of Appeals and organising in 
its aid the successful exhibition of 
L.N.E.R. rolling stock at New Barnet 
reported in our issue of June 11. Mr. 





The late Mr. A. J. Brickwell, C.B.E. 


Estate and Rating Surveyor, Southern Area, 
L.N.E.R., 1923-35 


Brickwell entered the Surveyor’s office 
of the former Great Northern Railway 
as a pupil under Mr. W. H. Elwell, 
and on Mr. Elwell’s retirement in 1903 
was appointed Surveyor to the G.N.R. 
as his successor. From 1918 to 1920 
he was appointed Director of Cold 
Storage for the British Isles by the 
Minister of Food, and received the 
C.B.E. in 1921. In that year also he 
was appointed by the Minister of 
Transport a member of the depart- 
mental committee to consider the 
situation which would arise as regards 
the valuation for local] rating purposes 
of railway undertakings in England 
and Wales, and Scotland, due to the 
amalgamations provided for in the 
Railways Act, 1921. Mr. Brickwell 
was a Fellow and Member of the 
Council of the Chartered Surveyors’ 
Institution; a Fellow of the Auction- 
eers’ and Estate Agents’ Institute and 
the Land Agents’ Society; a Past Presi- 
dent of the Rating Surveyors’ Associa- 
tion; and a Member of the Parlia- 
mentary and other committees of the 
Surveyors’ Institution. Since 1912 he 
had been Correspondent of the Asso- 
ciation of Railway Rating Surveyors, 
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and on several occasions had _ been 
Chairman of the Estate Agents’ Con- 
ference of the English and Scottish 
Railways. Mr. Brickwell was a mem- 
ber of the Barnet County Council for 
the Brunswick Park Ward of East 
Barnet. He always took a_ keen 
interest in the Great Northern Railway 
Athletic Association, of which he was 
one of the founders in 1890, and had 
been a captain of the football and 
cricket sections. For many years Mr. 
Brickwell held the position of Chair- 
man of the General Committee of the 
association. The funeral service was 
held at Barnet Parish Church on Tues- 
day (see page 1188). 

Mr. W. Gordon Bradley, B.A., has 
been appointed Solicitor to the Great 
Southern Railways, Ireland, in suc- 
cession to the late Mr. John McDonald. 

A special tribute was paid by the 
Irish Railway Tribunal recently to 
the memory of the late Mr. John 
McDonald, Solicitor to the Great 
Southern Railways, who died in Sep- 
tember. Judge O’Brien stated that 
Mr. McDonald had been very fre 
quently engaged at the proceedings of 
the tribunal, and he was a man 
possessing the highest gifts of head and 
heart, a distinguished member of his 
profession, and a lovable personality. 
He regarded the passing of Mr. 
McDonald as a_ personal loss. Mr. 
Phelps, K.C., on behalf of the Great 
Southern Railways Company and the 
members of the staff, said that Mr. 
McDonald had left behind him a 
splendid memorial of service. Mr. 
John O’Brien, formerly Registrar of 
the tribunal, and now representing the 
Department of Industry and Com 
merce, associated himself with the 
tribute. Mr. P. J. Floyd, Traffic Man- 
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Downes, then Telegraph Superin- 
tendent, Southern Area, L.N.E.R., 
receiving the appointment he held at 
his retirement. Mr. Reed was an Asso- 
ciate Member of the Institution of 
Electrical Engineers, a Member of the 
Signal Section of the Association of 
American Railroads, and of the Insti- 


tution of Railway Signal Engineers, , 


joining the last named in 1918 and 
being a Member of Council at his re- 
tirement, when he made a generous 
gift of books to the library. The 
funeral took place at Harrow on 
December 4. 

INSTITUTION OF LOCOMOTIVE ENGINEERS 

At the general meeting of the insti- 
tution held on November 24, the fol 
lowing were elected members and asso- 
ciate members: 

Members 

Mr. J. E. Bagguley, Assistant Works 
Superintendent, L.M.S.R. locomotive 
works, Derby. 

Mr. T. A. Prentice, Technical Assis- 
tant (Mechanical Engineering Depart- 
ment), London Passenger Transport 
Board. 

Associate 

Mr. S. H. Jones, Works Director, 

F. C. Hibberd & Co. Ltd. 


Mr. H. Trevor Morgan, K.C., has 
been appointed Chairman of Traffic 
Commissioners, West Midland Traffic 
Area, in succession to Col. A. S. Red- 
man, who resigns on December 31. 


We regret to record the death, on 
December 7, of Mr. Christopher 
Hornby, formerly a Member of the 
Manchester City Council and at that 
time prominent on the Transport Com- 
mittee. He was also a Director of the 
Manchester Ship Canal. 
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Sir Felix J. C. Pole, Genera} 
Manager of the Great Western : 
way from 1921-29, has been appointed 
Chairman of the Milford Docks Com- 
pany. Sir Felix Pole’s election t 
board of the company was rec 1 
in our issue of November 19. 





Mr. Charles Latham, J.P., L.¢ 
has been reappointed a part-time Mer 
ber of the London Passenger Transport 
Board for three years as from the 
piration of his present appointment on 
January 20, 1938. 

The late Mr. A. W. Hamer, Assistant 
District Goods and Passenger Manager, 
Swansea, L.M.S.R., whose death on 
July 5 was recorded in our issue of 
July 23, left estate valued at £2,254 
(£2,172 net). 

INDIAN RAILWAY STAFF CHANGE: 
Mr. B. C. L. Bean, O.B.E., on 
turn from leave has been posted as 
Officiating Deputy Chief Operating 
Superintendent (M.), N.W.R., as from 

October 13. 

Mr. S. E. L. West has been ap- 
pointed Divisional Superintendent, 
Ferozepur, N.W.R. 

Lt.-Col. R. E. Gordon, M.C., R.E., 
on return from leave has been posted 
as Officiating Deputy Chief Engineer 
(N.), N.W.R. 

Khan Bahadur Mazaffar Hussain has 
been appointed to officiate as Divisional 
Superintendent, Lahore, N.W.R. 

Rai Bahadur D. N. Batra has been 
appointed to officiate as Deputy Chief 
Engineer, N.W.R., as from Septem- 
ber 25. 

Capt. R. B. Emerson, R.E., has been 
appointed to officiate as Deputy Con- 
troller of Stores, G.I.P.R., as from 
September 27. 








ager, Great Southern Railways, 
represented the officers of the 
company on this occasion. Mr. 
McDonald, who was appointed 
Solicitor to the Great Southern 
Railways in 1928, transacted the 
business both of the railways and 
their ancillary services. 


We learn with regret of the 
death at Clacton on November 30 
of Mr. Frederick William Reed, 
who retired from the position of 
Assistant Telegraph Superinten- 
dent, Southern Area, L.N.E.R., 
on October 31, 1936; his health 
had been indifferent for some 
time. Mr. Reed was born in 1874 
and served an apprenticeship at 
the Horwich works of the former 
Lancashire & Yorkshire Railway, 
joining the Telegraph Department 
of the then Manchester, Sheffield 
& Lincolnshire—later Great Cen- 
tral—Railway at Godley in 1895. 
In 1913 he was made Technical 
Assistant in London under the 
late Mr. C. W. Neele, then Elec- 
trical Engineer. At the group- 
ing Mr. Reed was transferred to 
Liverpool Street under Mr. F. 
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Reproduction of an old print showing a trial run between Floridsdorf and Deutsch- 
Wagram, on the Kaiser Ferdinands Nordbahn, in November, 1837. (See “* The 
Railway Cazette”’ of November 26) 
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“ Father Christmas Comes to the Loco” 


Southern Railway Western Division Locomotive Running Annual Dinner 


it is difficult to imagine the spirit of 
Christmas associated with a Locomo- 
tive Department. This festive spirit 
was, however, very much in evidence 
at the fourteenth annual dinner given 
by the Western Division of the 
Southern Railway Locomotive Running 
Department, which was held on Decem- 
ber 8 at the Crown Room, Holborn 
Restaurant, with its genial and popu- 
lar Divisional Superintendent, Mr. E. S. 
Moore, in the chair. Among the vari- 
ous officers and guests were :— 


Messrs. A. Cobb, Locomotive Running Supt. ; 
k. M. T. Richards, Asst. Traffic Manager ; H. E. 
©. Wheeler, Chief Operating Supt.; W. J. 
England, Asst. Operating Supt. ; W. Pape, Per 
sonal Asst. to General Manager; J. A. Kay, 
Editor, THE RAILWAY GAZETTE ; C. Grasemann, 
Public Relations and Advertising Officer ; J. L. 
Moore, Ministry of Transport; J. E. Sharpe, 
London West Divl. Supt.; C. J. C. Latham, 
London Central Divl. Supt.; T. E. Chrimes, 
Asst. Eastern Div]. Loco. Supt.; A. B. Mac- 
, Personal Asst. to Loco. Running Supt. ; 
\. J. Hollins, Staff Asst. to Loco. Running 
Supt. ; W. T. Powell, Asst. Western Div]. Loco. 
Supt.; A. P. Shervington, Stephenson Clarke 
& Associated Companies ; C. L. Simpson, Asst. 
to Locomotive Running Supt., Great Western 
Railway ; A. W. H. Christison, Div]. Loco. Supt. 
Newton Abbot, Great Western Railway ; W. R. 
Charlton, Supt. of the Line’s Dept., Great 
Western Railway ; Commander Graham, Chief 
Mechanical Engineer, Docks and Marine; 
Messrs. E. F. Bone, Asst. to Docks and Marine 
Manager; R. Hamilton Wickes, Vacuum Oil 
Co. Ltd.; V. G. Davies, Robt. Ingham, Clark 
& Co. Ltd 


Many other officials of the company, 
together with a good attendance of re- 


tired members of the staff, were 
present. The total number of those 
present was 145, a record attendance, 


which included visitors from every part 
of the Division, and extending as far 
west as Wadebridge and Barnstaple. 

Following the dinner the first toast 
was ‘‘ The King ’’ and, presumably in 
recognition of the fact that this was a 
Coronation Year dinner, the National 
Anthem was rendered twice during the 
evening—before smoking, with rever- 
ence; and again before the final break 
up, with gusto—and at least one mem- 
ber of the party went home convinced 
that a Dual Monarchy now “‘ reigned 
over us.”’ 

Mr. A. Cobb, Locomotive Running 
Superintendent, who was received with 
musical honours, replied to the toast, 
‘“ The Southern Railway Directors and 
Officers,’’ proposed by Mr. W. E. Neil, 
of Exeter. He paid a flattering tribute 
to Mr. E. S. Moore, his Assistant, Mr. 
W. T. Powell, and their staff, both at 
headquarters and at the depots for the 
manner in which the division had stood 
up to the heavy demands made on the 
Locomotive Running Department dur- 
ing the past year, including the Corona- 
tion, Naval Review, Ascot, Aldershot 
Tattoo, and also the changes incidental 
to colour-light installations. He ex- 
pressed the hope that the demands 
would be even heavier during the forth- 
coming year, and his confidence that 
the Western Division would continue to 


maintain its high standard. Mr. Cobb 
then referred to the various changes of 
officers that had occurred during the 
past year, and after reference to the 
sterling qualities of Sir Herbert Walker 
expressed the pleasure which was felt 
by all of those present at the prospect 
of serving under his popular successor, 
Mr. Gilbert Szlumper, as General Mana- 
ger. Similarly, while they regretted 
the departure of Mr. R. E. L. Maun 
sell, they had in his successor, Mr. 
O. V. Bulleid, a Chief Mechanical Engi- 
neer who had come from a railway that 
stillremained nearly a hundred percent. 
steam, and one who was very eager to 
recognise the importance of close co- 
operation with the running side of the 
Locomotive Department. Mr. Cobb 
also referred to the appointment of Mr. 
R. M. T. Richards as Assistant Traffic 
Manager, and the pleasure felt by all 
present at the return of that very popu- 
lar gentleman to his old love—the 
Operating Department. 

Mr. R. M. T. Richards, in replying 
to the toast ‘“‘ The Visitors’’ given 
by the Chairman, in a characteristic 
ally humorous speech, observed that 
although most men were prepared to 
try anything once, they found in 
“Tony ’’ Moore a man who, with 
regard to the Western Division annual 
dinner, kept on trying the same thing 
and getting better and better at it each 
vear. He remarked that to keep up 
the pressure so well the Chairman must 
be running in very good condition with 
proper and adequate lubrication, boiler 
always full, and glands frequently 
renewed. 

Mr. H. Keyzar, of Eastleigh, then 
proposed ‘‘ The Chairman,’’ who was 
also received with musical honours, 
this time more or less harmonised. 

Mr. Moore, in responding, expressed 
his appreciation and thanks for the 
support of those present, referring par 
ticularly to Mr. C. Grasemann (Public 
Relations and Advertising Officer), who 
had rendered valuable assistance with 
regard to the various ‘‘ stunts that 
added so much to the amusement and 
enjoyment of the evening, and also to 
Mr. ‘‘ Archie’’ England (Chief of 
Engine Working Section), who, with 
the assistance of Messrs. Cullingford 
and Dimmock as the Dinner Com- 
mittee, had once more done all the 
“spade work’’ incidental to such 
occasions. Continuing, Mr. Moore then 
referred to those members of the 
Department who had passed away since 
the last dinner was held, including the 
late Mr. A. D. Jones, the former Loco- 
motive Running Superintendent, and 
the company stood for a few moments 
in silence as a tribute to their memory. 

The Chairman then proceeded to 
welcome the many guests present, but 
was not allowed to continue owing to 
a startling interruption in the form of 
a loud and prolonged blast on a coach 


” 
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horn, which came from the balcony 
above, and was given by Mr. C: Grase 
mann to call the Chairman’s attention 
to the fact that Father Christmas was 
without and was seeking admission. 
The Chairman expressing some doubt 
as to whether Father Chrisimas would 
hear a coach horn, himself gave three 
loud blasts on a syren when that 
worthy duly made his appearance, clad 
in the orthodox red robe and cowl, both 
liberally sprinkled with Epsom salts, 
but the spot light showed to the con- 
sternation of those present that this 
Father Christmas was minus_ the 
traditional white beard. It _ subse- 
quently transpired that at the psycho- 
logical moment, the white whiskers 
originally supplied with the outfit had 
completely disappeared, consequently, 
after a frantic but unsuccessful search, 
the company beheld a heated and 
angry Father Christmas with a military 
tooth brush moustache, and any of 
those present who still retained from 
their childhood days a belief in Father 
Christmas, must have been given food 
for very serious thought. 

The guests having recovered from 
this shock there began the customary 
distribution of Christmas presents, and 
one of the most amusing of the many 
ingenious ‘‘ stunts’’ put over on 
various guests was the spectacle of a 
bucolic gentleman who appeared garbed 
as a highwayman staggering under the 
weight of a dummy copy of the 
History of the Southern Railway, a 
tome measuring about four feet square 
with corresponding thickness and appa- 
rently too heavy for Father Christmas 
himself. This was presented appro- 
priately to Mr. J. A. Kay, Editor 
of THE Rattway GaAzeETTE, with the 
hope that he would get home safely 
with it. 

Two dummy speedometers graduated 
to 650 m.p.h. were then handed to 
Messrs. Simpson and Christison, repre- 
senting the G.W.R., as a compliment 
to the enterprise of that company in 


fitting speedometers to its locomo- 
tives. 
Messrs. Hamilton Wicks and 


‘* Bobbie ’’ Davies received two shirts 
as an outward and visible sign of finan- 
cial loss sustained by the Chairman 
with regard to an alleged greyhound 
which had been run with very doubtful 
success by those two gentlemen and 
which was probably a tortoise. 

Mr. A. B. MacLeod (Personal Assis- 
tant to the Locomotive Running Super- 
intendent) was the next to be presented 
with a gift, in the form of a model 
stores, complete with every commodity, 
including cash, and given in recogni- 
tion of his impending promotion to the 
Stores Department. Mr. MacLeod re- 
taliated by presenting the Chairman 
with a child’s bead frame for counting, 
expressing the hope that the article 
would prove the best means of reckon- 
ing the engine failures recorded against 
his division. 

The Chairman after he had recovered 
from his emotion remarked on the close 
resemblance of his present to a harp 
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ind observed that it was probably the 
nearest he would ever get to possessing 
that celestial instrument. The gift of 
a spanner was then made to Mr. A. 
Shervington (of Stephenson Clarke & 
Co.), this item having been found in a 
consignment of coal that had been sup- 
plied to the Chairman by that gentle- 
man’s firm, and its use was recom- 
mended in connection with any tight- 
ness that Mr. Shervington might feel on 
his long journey back to Wembley. 

To complete an evening which had 
more resemblance to a ‘‘ Crazy Gang 
Show ”’ than to the conventional De- 
partmental Dinner, musical items were 
provided at intervals by an excellent 
concert party, with continuous gags to 
various members of the audience. The 
party dispersed after singing ‘‘ Auld 
Lang Syne ’’ with thoughts of ‘‘ Here’s 
to the Next Time.’’—w. T. P 








Staff and Labour Matters 


Civil Engineers’ Wages 

At a meeting of the Civil Engineer- 
ing Construction Conciliation Board 
held on Wednesday, December 8, agree- 
ment was reached for a national in 
crease in the rates of wages of men em 
ployed in the civil engineering contract 
ing industry. Under the agreement 
wages will be advanced by 4d. an hour 
from the beginning of January and by 
another 4d. an hour at the beginning 
of May, after which rates will remain 
stabilised until the end of February, 
1939 The rates to which these in 
creases will be applied are based upon 
those for navvies and labourers, who 
are at present paid 1s. 24d. an hour in 
the County of London, and 1s. 2d. an 
hour in large centres, with lower rates 
for less important areas according to 
grade. The parties to the agreement 
are the Federation of Civil Engineering 
Contractors, the National Union of 
General and Municipal Workers, the 
Transport and General Workers’ Union, 
and the National Union of Enginemen, 
Firemen, & Mechanics 


Waése Claims -London Transport 

A further joint meeting of the execu 
tives of the National Union of Railway 
men, the Associated Society of Loco 
motive Engineers & Firemen, and the 
Railway Clerks Association was held in 
London on Wednesday, December 8, to 
consider the claims for an increase of 
wages and improved conditions of ser- 
vice for the staff emploved on the 
London Passenger Transport Board’s 
railway undertakings. After the meet 
ing it was announced that the execu- 
tives of the three railway unions had 
decided to ask for a further meeting of 
the negotiating committee, which in 
cludes representatives of the board and 
the unions. The claims were lodged 
last March, and negotiations took place, 
but no conclusive result had been 
reached when it was decided to await 
the annual report of the board. 
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Christmas Arrangements 


The heavy Christmas traffic expected 
on all main lines this year has been 
prepared for by extensive programmes 
of relief and additional trains. Nearly 
1,000 long-distance passenger trains 
will be handled by the L.M.S.R. at 
Euston (600), and St. Pancras (400) 
between December 20 and 24. The 
same stations will in that period 
dispatch 57 special trains for parcels 
only; while inwards parcels traffic to 
Euston—arriving in 37 special trains— 
will be dealt with in a temporary depot 
at Maiden Lane, where the company 
will draft 174 of the 800 extra.staff to 
be engaged in the London area alone. 
Sleeping car traffic will be provided 
for by 1.200 first class and 3,300 third 
class berths on trains leaving L.M.S.R. 
London termini for the North of 
Eneland and Scotland. 

The L.N.E.R. will run 1,500 addi 
tional trains for Christmas and New 
Year traffic. Long non-stop runs by 
some of these relief services were re- 
ferred to in our issue of November 26. 
On Christmas Eve the 10.45 p.m. train 
from Marvlebone for holders of night 
travel tickets to the North-East Coast 
will run in at least 17 parts. Pas 
séngers on these trains will be can- 
vassed by travelling representatives of 
the company to ascertain the dates of 
their return, and so assist in providing 
idequate accommodation at the times 
required. The Eastern Counties will 
be served by nearly 200 special trains 
for Christmas passenger traffic alone, 


and stations in this area will disnatch 


37 parcels trains to London. In Scot- 
land there will be 630 extra trains 
(excluding those crossing the border) 
during the Christmas and New Year 
period. All Christmas football matches 
will be served by half-day excursions 

The Great Western Railway expects 
to deal with some 230.000 passengers 
it Paddington on December 23 and 24. 
when over 700 trains will arrive and 
devart. The loudspeaker installation 
will be valuable in controlling the 
large crowds, and some 100 additiona! 
porters will be emploved to strengthen 
the platform staff During the week 
before Christmas the company will run 
475 additional passenger and _ relief 
parcels trains. In order to svread the 
outward rush on Christmas Eve, there 
w'll be extra trains to the West, the 
Midlands, and the North earlier and 
later than the regular daily services. 
Examples are the 9.0 a.m. to South 
Devon; an accelerated sleeping car ser- 
vice at 11.0 p.m. to Devon and Corn 
wll; and an express at 9.55 p.m. to 
Shrewsbury and the North. Terminal 
congestion will be relieved by special 
trains to South Wales from Slough. 
Ealing Broadway, and Sonthall, timed 
to enable the numerous Welsh people 
working in these districts—also in the 
vicinity of Reading and Didcot—to 
reach home on Christmas Eve. Cross- 
country services are also being supple- 
mented. 

The Southern Railway will run 118 
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extra trains on December 23 and 4 
to the coast, the Continent, and 
West. Of these, 24 will serve Bou: 
mouth and Weymouth; 11 the V 
of England; 35 the Kent Coast; 

the Continent. Main-line electri 
vices will be augmented. Five sp 
late trains will be run on Decembi j 
for the convenience of shop assist 
leaving Charing Cross at midnight 
12.5 a.m. for the Kent Coast; 
Waterloo at 11.50 p.m., midnight, 
12.3 a.m. for Portsmouth, Bou 
mouth, and the West of Engl 
Further reference to Southern Railw 
Christmas arrangements is made in 
editorial note on page 1155. 








Questions in Parliament 


Castlecary Railway Accident 

Mr. T. Cassells (Dumbartonshir 
Lab.) on December 13 asked the Mini 
ter of Transport if he had any stat 
ment to make in connection with th: 
railway accident which occurred in the 
late afternoon of Friday last at Castl 
cary, Dumbartonshire, when 35 persons 
were killed and 67 injured, and further 
to state if it was intended that a publi 
Government inquiry or an inquiry by 
the Procurator Fiscal for the County of 
Dumbarton be instituted, and, if so 
when; and also to state if the coaches 
involved were of wooden construction 
and also to advise as to the number of 
passengers travelling in the trains in 
volved who were holders of cheap day 
tickets. 

Dr. Leslie Burgin (Minister of Trans 
port): The London & North Eastern 
Railway Company informs me that at 
about 4.40 p.m. on Friday last the 4.3 
p.m. express passenger train from Edin 
burgh to Glasgow ran into the rear of 
the 2 p.m. express passenger train from 
Dundee to Glasgow, whilst the latter 
train was stationary just beyond Castle 
cary, Dumbartonshire. It is with the 
deepest regret that I have to state that, 
so far as is at present known, 34 per 
sons were killed and one has _ since 
died; 24 were detained in hospital and 
68 have been reported as suffering from 
minor injuries or shock. I have already 
appointed the Chief Inspecting Officer 
of Railways to hold an inquiry. He 
visited the scene of the accident on 
Saturday, and will open his inquiry at 
Edinburgh on Thursday next, Decem 
ber 16. I am not yet in a position to 
give information as to the construction 
of the coaches or as to the number of 
passengers holding cheap day tickets. 
The House will wish me to take this 
opportunity of expressing the deep 
sympathy which we all must feel with 
those affected by the accident. 

Mr. Cassells: If it is ascertained that 
the coaches were of wooden construc 
tion, and in the light of the fact that 
steel coaches have a distinct advantage 
over wooden coaches, will the Minister 
state what the policy will be as far as 
the future is concerned? 

The Speaker intervened and called 
the next question. 
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NOTES AND NEWS 


Opening of L.M.S.R. New Halt. 
ie L.M.S.R. announces that Girtford 
It, between Blunham and Sandy 
itions, on the Bletchley to Cambridge 
e, will be opened on January 1, 1938. 
Workmen Killed by Train in 
Pomerania.—On Saturday, Decem- 
r 4, eleven men working on the per- 
anent way near Zarnefanz, Pome- 
nia, Germany, were run down and 
killed by a train. Seven others received 


jurles 
Baltic Snowstorm.— During a 
‘avy snowstorm on the Baltic sea- 


vard last week, the Sassnitz-Trelleborg 
train-ferry Pyveussen struck a rock off 
he island of Riizen. Salvage ships 
rom Hamburg assisted her to port 
Railway traffic in north-west Germany 
vas disorganised by the storm. 

Jersey Airways Late Christmas 
Eve Service.—Among the special ar- 
rangements made by Jersey Airways 
Limited for Christmas travel is a service 
leaving Jersey Airport at 4.30 p.m. on 
Christmas Eve for Southampton (arr. 
5.30 p.m.). This will be the company’s 
first scheduled “ after dark ’’ passenger 
service in winter, and is being introduced 
for the convenience of passengers unable 
to catch the morning plane direct to 
London. 

Last Section of Warsaw Electri- 
fication Opened.—The 25-mile line 
of the Polish State Railways between 
Warsaw and Minsk Mazowiecki electri- 
fied by the English Electric Company 
ind Metropolitan-Vickers, was opened 
by the Minister of Communications last 
fuesday. This is the final section of 
the 140-mile Warsaw electrification 
under the contract awarded in 1933. 
Further electrification is contemplated. 
The contractors were represented by 


Mr. G. H. Nelson (Chairman and Mana- 
ging Director of English Electric), Sir 
G. F. Talbot, and Messrs. C. F. Fair- 
burn, H. Andrews, C. Corbridge, and 
C. S. Silson. 


L.N.E.R. Secretary’s Depart- 
mental Dinner.—TIn our report of this 
function on page 1033 last week, the 


number of members of the department 
present was stated, through a _ typo- 
graphical error, as 900, whereas it 
should have been about 90. 


Electric Locomotives for L.N.E.R. 
Sheffield - Manchester Line. Our 
Contracts and Tenders section this week 
records the placing of a contract by the 
L.N.E.R. with the Metropolitan-Vickers 
Electrical Co. Ltd. for the supply of 70 
electrical equipments required for 70 
mixed traffic locomotives to be used on 
the forthcoming Manchester-Sheffield 
electrification. These are to be four- 
axle double-bogie locomotives taking 
d.c. at 1,500 V. from an overhead con- 
ductor line system, and will be used for 
trafhMc except express 
trains. A small number of 
electric locomotives of express type will 
be required for the latter purpose. 


all ( lasses of 


passenger 


Increase in Argentine Railway 
Rates Foreshadowed.—A _ Reuters 
message from Buenos Aires, dated 
December 10, states it is authorita- 
tively learned that the Government is 
contemplating an increase in Argentine 
railway rates, and that a decree authoris- 
ing such an increase will be signed before 
the expiry of President Justo’s term of 
office in February. This information 
follows a favourable report by the 
General Direction of Railways admitting 
that the companies’ situation has not 
improved despite increased traffic, owing 
to enhanced expenditure. It is under- 








\ 
pe 

















MM STATIO S- YyyYww,— ~~ 
YY —Yj YY Ys tty NK. Loco. 
4 Y Yyy res MARKETS ZZ SHED 
—Yy Yj y yyy) 
Yj yy WY fy , 
4 Ws y 0444 YJ Yl MMMUEA Uy Yi Y YA n 


WHARVES 


x 
N 





| £0 - -f---- = 
~ 

























YY 





Y 
Yj 

Yj 

jj 










SN 


QQ 

































C1./. (Lonc DisT. Pass’) 


—_—_—_—_ Oo 
(1.2. (LocaL Pass®) 
———————_— 
| €t.3. (Lone Dist.Cooos) 
—~<—>- 


Yj Yj, 01.4. (LOCAL Goons) 
“Vz —~--@ MINERAL Yo. 
‘sqm Coons SHED 














Diagrammatic representation of railway arrangements in a city of the 
future, as outlined by Mr. Roy V. Hughes in a recent paper to the 


Permanent Way Institution. 


(See editorial note on page 1154) 
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stood that the decree is in preparation, 
but its contents are not revealed. The 
belief, however, is that it will authorise 
a partial increase in rates for certain 
companies, 


The Difficulties of American Rail- 
ways.—A Reuters message from Wash- 
ington states that 96 railway companies 
in the United States are at present in 
the hands of receivers or trustees. These 
railways work a total of 71,386 miles of 
line, or 28 per cent. of the entire mileage 
in the country. Owing to rising costs 
of materials and supplies, fuel, taxes, 
and wages, the total cost of running the 
railways in the U.S.A. is now about 
£132,000,000 a year more than in 1933. 


The Scottish Railway Collision. 
The worst railway accident in Great 
Britain since that at Gretna on May 22, 
1915, occurred at Castlecary on the 
Edinburgh-Glasgow main line of the 
L.N.E.R. at about 4.40 p.m., on Friday, 
December 10. The circumstances are 
given in the Minister of Transport’s 
reply to a question in Parliament 
set out opposite. The Pacific type 
locomotive No. 2744, Grand Parade, 
hauling the Edinburgh-Glasgow express 
which ran into the rear of the standing 
Dundee train was overturned and 
buried against the side of the cutting, 
the driver and fireman having remark- 


able escapes. The first coach of the 
train mounted the locomotive and 
others were more or less_ seriously 


damaged. Most of the casualties were 
in the last two coaches of the Dundee 
train. Darkness and bad weather 
made rescue work difficult, and bonfires 
of debris were lighted to aid the rescuers. 
Numerous messages of sympathy have 
been received, including one from the 
French Minister of Public Works to the 
British Minister of Transport. The 
L.N.E.R. has expressed its appreciation 
of the assistance rendered by those 
who took part in the rescue work. Mr. 
John Binnie, the Precurator Fiscal for 
Stirlingshire, has called for a full report 
into the cause of the accident. Normal 
working on the main line was resumed 
56 hours after the collision. Lt.-Col. 
A. H. L. Mount, Chief Inspecting Officer 
for Railways, Ministry of Transport, 
opened the official enquiry at Edinburgh 
yesterday (Thursday). 


Northern Ireland Road Transport 
Board.—The Northern Ireland House 
of Commons passed on December 2 
the Road and Railway Transport Bill 
which proposes to extend the powers 


of the Northern Ireland Road Trans- 
port Board as to the application of 
money bcrrowed under Section 20 of 
the Road and Railway Transport 


Act (Northern Ireland), 1935. It makes 
good the omission in the 1935 Act of 
the usual provision in legislation of the 
kind dealing with interest on capital 
during the development period. It 
enables the bcard to pay _ interest 
on its stock out of capital within a 
period cf five years from the date of 
the establishment of the board, and 
it restricts the exercise of these powers 
to such extent as may be approved 








Li8s 


by the Minister of Finance and the 
Minister of Home Affairs. The Bill 
has now to be dealt with by the Senate. 


Important London Address 
Changes.—On December 20, 1937, the 
address of the London registration 
offices of the Buenos Ayres & Pacifi 
Railway Co. Ltd., and also of the 
Costa Rica Railway Co. Ltd., will be 
No 117, Old Broad Street, E.C.4 
which, after December 24, will also 
house the London registration offices 
of the Algoma Central and Hudson 


Bay Railway Company, Algoma Central 
lerminals Limited, and Algoma Conso- 
lidated Corporation Limited rhe 
telephone number of the Algcma group 
will be London Wall 1750; those of the 
othe will be unchanged 


Funeral Service for Mr. A. J. 
Brickwell.— The funeral service for 
the late Mr. A. J. Brickwell, formerly 
state and Rating Surveyor, Southern 
\rea, L.N. E.R. (whose death on Decem 
ber 10 is recorded on page 1183), was 
held at Barnet parish church on Decem- 
ber 14, and was followed by interment 
at Totteridge churchyard In addition 
to family mourners and relatives, the 


companies 
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following representatives of the London 
& North Eastern and other railways 
were present: 

L..N.E.R.: Mr. William Whitelaw, Sir Ralph 
Wedgwood, Messrs. C. H. Newton, Mr. H. W. J. 
Powell, Mr. R. J. M. Inglis, Mr. C. J. Selway, 
Mr. V. M. Barrington-Ward, Mr. J. E. Ryan, 
Mr. G. Sowerby, Mr. P. J. Dowsett. Chief Legal 
{dviser’s Department: Mr. W. H. Hanscombe 
also representing Mr. I. B. Pritchard), Messrs. 
W. R. Mole, E. Colebv, C. Nixson. Surveyor’s 
Department : Messrs. C. B. Tidmarsh, A. R. A. 
Bates, A. P. Howard, S. S. Jenkinson, H. J. 
Caines, H. B. Dean, E. G. Pollington, J. 
Jackson, C. E. Collyer, M. S. Prescott, J. 
Johnson, F. Allwright, S. W. Tiffin, L. Sendail, 


W. Blanchard. Secretary’s Department: Capt. 
Thomas Passenger Managers Department : 
Mi 4. Oddy Retired Members: Messrs. 


S. A. Parnwell, W. M. Teasdale, J 
Kk. A. Clear, Murgatrovd, R. H. Walker. 

Great Western Railway: Mr. F. W. Showers, 
Surveyor 


Oldham, 


Railwa\ Mr. J. G. Svmes (also 
representing Mr. A. Endicott, Estate Agent), 
Mr. Davis (representing Mr. S. E. Hitchcock, 
Rating Agent), Mr. H. | Judd (late Rating 
\gent 
London 
F. Smith, Rating 


Southern 


Midland & Scottish Railway Mr 


Agent 


London Passenger Transport Board: Mr. 
lr. C. West (also representing Mr. F. C. Buller, 
Estate and Rating Agent 

Numerous representatives of the Barnet 


Council (of which Mr. Brickwell was a mnember 


and of local hospitals were also present 








British and Irish ‘lrathe Keturns 


Potals for 49th 


GREAT BRITAIN 
1937 1936 
L.M.S.I 6,867 mls f f 
Passenger-train traffic $35,000 $20,000 
Merchandise, &« 528.000 508,000 
Coal and coke $35,000 301,000 
(,o0o0ds-train traft 863,000 S09,000 
lotal receipt 1,298,000 1.229.000 
L.N. E.R. (6,315 mls 
Passenger-train traffic 297,000 287,000 
Merchandise, & $63 000 356.000 
( il and coke 295, 000 272.000 
(,oo0ds-train trafti 658,000 628,000 
lotal eceipt 955,000 915,000 
G.W.R, (3,7394 mls.) | 
Passenger-train traffic...) 175,000 172.000 
Merchandise, &« 215,000 206,000 
Coal and coke 129,000 121,000 
(,oods-train tra ftic 344 000 327,000 
lotal receipts | 519.000 499.000 
S.R. (2,147 mls 
Passenver-train traftt 258,000 252,000 
Merchandise, &« 62,000 65,500 
Coal and coke | 37,000 36,500 
(,oods-train traffic 99,000 102,000 
lotal receipts 357,000 354,000 
Liverpool Overhead 1,344 1,196 
64 mls. | 
Mersey (43 mls $534 $4,710 
London Passenger 
lransport Board 570,800 564,900 
IRELAND 
Belfast & C.D Pass 1,591 1,525 
SO mils 
oods $76 $27 
total | 2 067 1,952 
Great Northern pass 8,250 7,900 
543 mls 
zoods 8,500 9,150 
total 16,750 17,050 
(reat Southern pass 29,443 30,458 
2,076 mils 
voods 53,448 56,465 
total 82,891 86,923 


' 





* 24th week (before pooling 


Wee 





lotals to Date 


or Dec 1937 1936 Inc. or Dec. 
‘ 4 i 
15,000 | 25,289,000 | 24,319,000 970,000 
20.000 24,442,000 23,662,000 780,000 
34,000 12,699,000 11,904,000 795,000 
54,000 $7,141,000 | 35,566,000 | + 1,575,000 


69.000 | 62,430,000 | 59,885,000 2,545,000 





10,000 | 16,598,000 | 15,887,000 711,000 
7,000 16,848,000 16,237,000 611,000 
23,000 12,305,000 1,486,000 819,000 
30,000 | 29,153,000 | 27,723,000 | + 1,430,000 
40,000 $5,751,000 43,610,000 2,141,000 
3.000 10,605,000 10,334,000 271,000 
9,000 9,925,000 9,507,000 418,000 
8,000 5,537,000 4,976,000 561,000 
17,000 15,462,000 14,483,000 979,000 
20,000 | 26,067,000 | 24,817,000 1,250,000 
| 

6,000 15,808,000 15,069,000 |+ 739,000 
3,500 | 3,082,500 3,120,500 | 38,000 
500 | 1,489,500 | 1,510,500 21,000 
3,000 $572,000 4,631,000 59,000 
3,000 | 20,380,000 | 19,700,000 680,000 
148 63,833 58,584 5,249 
176 206,341 201,862 4,479 
5,900 | 13,472,200 | 13,466,900 5,300 


66 124,578 125,626 1,048 
$9 23,723 26,610 2,887 
115 148,301 152,236 | 3,935 
350 540,000 525,050 14,950 
650 | 462,750 480,500 17,750 
300 1,002,750 1,005,550 2.800 
1,015 1,780,224 1,760,468 19,756 
3,017 | 2,130,378 2,172,512 42,134 
4,032 3,910,602 | 3,932,980 22,378 


I 


r 50th week 


December 17. 1937 


British and Irish Railway 
Stocks and Shares 





Prices 
’ oo | $w 
Stocks = £8 | BB ec. 
ios | om | oe 
1937 “all 

G.W.R. 
Cons. Ord. . G41g | 4512 n 
5% Con. Prefce. ...,12612 11634 
5 % Red. Pref.(1950)/113 10812 
4% Deb. ... ...11912 |11012 | 
44%, Deb.... 121 114 10915* 
ite? Deb... |. 129/121-1161 
5% Deb. ... ... 141 134 12612* 
249 Deb.... _...| 791g | 74 | 6819* 
5% Rt. Charge ....13612 130 12519* 
5% Cons. Guar. .... 13514 [12734 12515 

L.M.S.R. 

Ord. mae ...| 355g 17 2914 
4% Prefce. (1923) 83 5219 701, 
4%, Pretce. weet 9234 81 82 t 
5% Red. Pref.(1955) 10914 10314 104* ( 
4% Deb. ... .. 11154 |105916 104* | 
5% Red.Deb.(1952) 1195g (11512 11322 


4° Guar. 1063, |1015g 101 


L.N.E.R. 
5% Pref. Ord. ... 14 9 8 
Def. Ord. ... ver oe Aly 
4% First Prefce. 7914 9914 6712 
4% Second Prefce. 3178 181, 26 
5% Red.Pref.(1955) 10012 | 7734 = 9712 


4°, First Guar. _ 10412 9854 951 
4% Second Guar. 9Y 90 89 + 
3% Deb. ... ... 8554 | 79 7812* |—1 
4% Deb. 10934 10412 10219* | 
0 sais ae 
5% Red.Deb.(1947) 11614 11012 1101 
4$°4Sinking Fund 11112 10712 107* 
Red. Deb. 
SOUTHERN ' 
Pref. Ord.... 9854 321987 
Def. Ord. ... 275g 201g 19 
5% Pref. ... ... 12034 11812 114 
5% Red.Pref.(1964) 11954 '1514 11s) - 
5% Guar. Prefce. 136 12912 125 
5% Red.Guar. Pref. 120 11534 Ilo 
(1957) 
4% Deb. ... ... L173yg 10912 10612 
5% Deb. ... ... 140 134 12512 
4% Red. Deb, 11612 110 10512 
1962-67 
Beitrast & C.D. 
Ord. ™ 9 412 41 
FortH bripct 
4% Deb. ... ... 107 105 100) * | —2 


* 


4°, Guar. ... 1075;6 104 10019 2 


G. NORTHERN 
(IRELAND) 


Ord. jai we.) 1Yle 93,4 5 
G. SOUTHERN 
(IRELAND) 
Ord. om ...| 63 41 27 
Prefce. ... --o| 6S 46 35 
Guar, 9714 81 7019 
Deb. 9934 8314 86 


L.P.3 3. 


44% “A” 12734 |121 11712 — 
5% “A” 13814 |1331g (12712 I 
45% “T.F.A.” 11l1g |10812 106 
— 1315¢ (12334 12012 {+1 
te sea 11212 | 93 80 l 
| 

MERSEY 
Ord ae ... 4034 | 23 231g 1 
4% Perp. Deb. ..,,103 98 97 - 
3% Perp. Deb. ...| 78 745g | 75le _ 
3% Perp. Prefce. | 687g | 6314 6612 


* ex dividend 
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CONTRACTS AND 


L.N.E.R. Rolling Stock Orders 


The L.N.E.R. has placed contracts 
the supply of 234 third class saloon 


d corridor vestibuled coa hes, 155 

’)-ton coal wagons, 100 40-ton timber 
igons, and 900 containers, divided 
follow 


\Metropolitan-Cammell Carriage & Wagon 
104 open vestibuled third class 

and 550 containers 

Birmingham Railway Carriage & Wagon 


iches 


Co. Ltd 106 third class corridor coaches 
Cravens Railway Carriage & Wagon 
( Ltd 24 open vestibuled third 
ss coaches and 350 containers 
Hurst, Nelson & Co. Ltd 155 20-ton 
il wagons. 
kK. Y. Pickering & Co. Ltd 100 40-ton 


iber 
Manchester-Sheffield-Wath Electri- 
fication, L.N.E.R. 


wagons. 


The L.N.E.R. announces that, in 
mnection with the Manchester-Shef- 
eld-Wath electrification scheme, a 
mtract has been placed with the 


\[etropolitan-Vickers Electrical Co. Ltd. 
or the design, manufacture, and erection 


tf 70 complete electrical equipments 
required for 70 mixed traffic electric 
ocomotives, and suitable for the ovet 
head line conductor system, using 
lirect current at 1,500 volts, which 

the higher voltage standard system 
authorised by the Ministry of Trans- 


ort. These mixed traffic locomotives 
ill be of the four-axle double-bogie 
vpe, having estimated weights of 


80 tons each, and developing approxi 
mately 1,850 h.p. The mechanical 
ortion of the locomotives, comprising 
the underframe, superstructure, and 
otor bogies, will be built by the rail- 
vay company. The line between Man 
hester, Sheffield, and Wath has heavy 
radients, in one case as steep as | in 40 
for rather more than 2 miles, and the 
traffic on this section is particularly 
lense, varying in character from express 


passenger trains of 250 tons to heavy 
mineral trains of 1,100 tons in weight. 
It is intended that these mixed traffic 


ocomotives shall be used for all classes 
tt trathc, except express passenger, for 
vhich a small number of electric loco 
motives of express type will be required 

The South Indian Railway Adminis- 
tration has placed the following orders 


to the inspection of Messrs. Robert 
White & Partners 

Banting & Tresilian Limited; 4,100 solid 
rawn steel boiler tubes. 

F, E. Rowland & Co one single-wheel tool 
rinder. 

Kitchen & Wade Limited one radial drilling 
iachine. 


Bayliss, Jones & Bayliss Limited has 


received an order for 135,000 steel 
fishbolts, nuts, and washers for 85-lb 
rails, from the Central Argentine Rail- 


vay. 

Leyland Motors Limited has received 
n order from the Southdown Motor 
Services Limited for five oil-engined 
liger passenger vehicles. 

The Associated Equipment Co. Ltd. 
1as received an order from the Northern 
Ireland Road Transport Board for one 
petrol-driven Regal passenger vehicle. 
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TENDERS 


Owen & Dyson Limited has received 
an order for 200 pairs of solid-type 
wheels and axles for bogie convertible 
double-decked cattle from the 
Central Argentine Railway 


wagons, 


Diesel Railcar Order 

Walker Brothers (Wigan) Limited has 
received an order from the Peruvian 
Corporation for one diesel railcar 

Heatly & Gresham Limited has 
received orders from the North Western 
Railway of India for 25 steel firebox 
flanged back plates and 40 steel firebox 
anged tube plates 


Boilers for India 


lhe Bengal-Nagpur Railway Adminis 
tration has placed orders for a total of 


eight boilers and a quantity of loco 
motive spares divided as follows : 
W. G. Bagnall Limited eight super 


heated boilers for ‘‘ B Class locomotives 
Robert Stephenson & Hawthorns Limited; 
eight superheated boilers for ‘‘C’’ Class 
locomotives 
Vulcan Foundry Co 
locomotive spares 


Ltd quantity of 


G.W.R. Contracts 

The directors of the Great Western 
Railway Company have authorised the 
placing of the following contracts : 

Seammell Lorries Limited, One six-ton A.1 
tractor fitted with Perkins diesel oil engine and 
one six to ten-ton Hvbrid carrier. 

Wm. Wadsworth & Sons Ltd., Supply and 
erection of one electric 30-cwt. passenger lift 
building, Paddington 

Creed & Co. Ltd., Supply and installation of 
start-stop teleprinter telegraph system at 
Paddington, Bristol, Exeter and Plymouth. 

Holliday & Greenwood Limited, Construction 
of new station buildings at Leamington. 

rhe Parker Construction Co, Ltd., Construc 
transit shed in Paddington new 


in the parcels office 


tion of new 
mileage vard 

John Thompson (Wolverhampton) Limited, 
One Lancashire boiler for heating No. 24 Shop, 
Swindon Carriage Works 

Vickers-Armstrongs Limited, 
erection of dock gates for upper end of 
Lock, Cardiff Docks 

East Ferry Road Engineering Works Co, Ltd., 
Supply and erection of four three-ton movabk 
hydraulic and Schroeter’s 
Wharves, (¢ 


and 
Junction 


Supply 


cranes for King’s 


irdiff Docks 

Massey Limited has received 
10-cwt. pneumati 
Central Uru- 


B. & S 
an order for 
power hammer 
guay Railway 


one 
trom th 


lhe Crown Agents for the Colonies 
hav recently placed the following 
orders : 


Power Samas Accounting Machines Limited ; 
wecounting machines. 
rs Asbestos Cement Company ; asbestos 
piping, and cast-iron pipe 


Lurie 
ement and pressure 
specials 

G. D. Peters & Co. Ltd. ; 


coaches. 


blinds for caboose 


Hurst, Nelson & Co. Ltd. ; bogie frames for 
caboose coaches. 

P. & W. MacLellan Limited; boiler steel, 
mild steel plates, bars, angles, and round steel 
joists. 

C. Richards & Sons Ltd bolts and nuts. 

lt. Bolton & Sons Ltd.; bronze wire and 
copper rod. 

Stanton Ironworks Co. Ltd. ; cast-iron water 
pipes. 

Guest, Keen & Nettlefolds Limited; clip 
bolts, dogspikes, and rail clips. 

J. Booth & Co. (1915) Ltd. ; copper wire. 


E. & E. Kaye Limited ; copper wire. 
Whitecross Co. Ltd. ; copper wire. 
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Whitelegg & Rogers Limited has 
received orders for 80 Ajax steam- 
operated firedoors for application to 
‘19 D”’ Class 4-8-2 type locomotives, 
now under construction by Fried. Krupp 
A.G. for the South African Railways & 
Harbours Administration ; and 14 Ajax 
steam-operated firedoors for new Beyer- 
Garratt locomotives now being built by 
Beyer Peacock & Co. Ltd. for the 
Rhodesia Railways. 


The Chief Controller of Stores, Indian 
Stores Department (Engineering Sec- 
tion), New Delhi, invites tenders re 
ceivable by January 3 for the supply 
of 4,450 brake beams and 10,000 bushes, 
required for the North Western Railway. 


Tenders are 
India, 
Board), for 
India and supply of 16 
goods wagons’ divided = as 
two ‘“ MOM ’’-type open 
11 ‘‘ MBVG’”’-type goods brake vans, 
one ‘“‘ MBW ”’-type bogie well wagons, 
two ‘“ MBR’’-type bogie rail 


invited by the Govern 
Railway Department 
construction in 
metre-gauge 
follows : 
wagons, 


ment of 
(Railway 


and 
wagons. 

The Chief Controller of Stores, Indian 
Stores Department (Engineering Sec 
tion), New Delhi, invites tenders receiv- 
able by January 4, for the supply of 
303,360 mild steel split cotters for plate 
sleepers, required for the G.I.P. Railway. 


H.M. Trade Commissioner at Johan- 
nesburg reports that the South African 
Railwavs & Harbours Administration 
is calling for tenders (Tender No. 1565) 
for the supply and delivery of approxi- 


mately 361 tons of steel bridgework, 
together with bolts, nuts, and rivets. 
lenders endorsed ‘‘ Tender No. 1565 
for Bridgework’’ should reach the 


Secretary to the Tender Board, South 
\frican Railways & Harbours Head- 
quarter Office, Johannesburg, by Feb- 


ruary 14, 1938. 








Forthcoming Events 


Dec. 17 (Fri.).—Institute of Transport (East 
Midlands), at Guildhall, Nottingham, 7 
p.m. Representation of a Hearing before 
a Traffic Commissioner’s Court. 

Institute of Transport (Manchester-Liver- 
pool), at Exchange Station ‘Hotel, Liver 
pool, 6.30 p.m. ‘*Some Passenger Trans- 
port Problems with Special Reference to 


the movement of heavy traffic,” by 
Dr. K. G. Fenlon. ; 
Institute of Welding (South Wales). at 


lechnical College, Swansea, 7.30 p.m. 
‘ Structural Welding,” by Mr. S. Reisser. 

Dec. 18 (Sat.).—L.N.E.R. Musical Society, at 
Queens Hall, Langham Place, W.1, 8 p.m. 
Carol Concert. 

Dec. 21 (Tues.).—Institute of Transport (Leeds 
Graduate), at City Transport Department, 
7 p.m. Discussion of Transport Problems. 

Institute of Transport (London), at Inst. of 
Electrical Engineers, Savoy Place, W:C.2, 
6 p.m. ‘ Roads at Home and Abroad,”’ by 
Mr. R. Birch. 

Institute of Welding (London), at Inst. of 
Mechanical Engineers, Storey’s Gate, 
S.W.1, 6.30 p.m. ‘“ American Arc Welding 
Practice and its Influence on Quality and 
Cost,” by Mr. J. Paterson. 


Permanent Way Institution (Scottish), at 
Royal Technical College, George Street, 
Glasgow, 7.30 p.m. ** Resurfacing of 


Worn Crossings by Oxy-Acetylene Weld- 
ing,” by Mr. R. Dove. 
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In the Court of the Railway Rates Tribunal ticulars of which are set out in the Schedule ites must be filed on or before t! I 
: hereto, have been lodged with the Railway January, 1938. 
Road and Rail Traffic Act, 1933. Rates Tribunal A copy of each Application can be o d 
- The Procedure to be followed in regard to from Mr. G. Cole Deacon, Secretary, Rat: 
Agreed Charges. the inspection of the said Applications and the Charges Committee, Fielden House 
filing of Notices of Objections is that published College Street, Westminster, London, 
in the London Gazette of 28th July, 1936. price 1s. post free 
Ny orcs IS HEREBY GIVEN that Appli- Printed copies of the Procedure. can be ob T. J. D. ATKINSON 
A cations for the approval of Agreed Charges tained from the Railway Rates Tribunal, Bush , . 
under the provisions of Section 37 of the House, Aldwych, London, W.C.2. tegis 
Road and Rail Traffic Act, 1933, short par Notices of Objection to any of the said Appli- 8th December, 1937 
Number of Number of 
A ppli- Name of Trader and General Description of Traffic Appli- Name of Trader and General Description of Trathic 
cation cation 
1937 THOMAS RATCLIFFE & CO. LTD.. Albert Mills, Mytholmroyd 1937 ARTHUR SHAW & CO. LTD., Willenhall, Staffs: Hardware 
No. 640 Blankets, etc No. 680 
193 H. WORSWICK LIMITED, Arcadia Works, Lytham, Lytham St 1937 WEBER LIMITED, 29, Cowcross Street, London, E.C.1: Ba 
No. 641 Annes; Slippers, et« No. 681 Hams, Preserves, Provisions, et« 
1937 REED & SMITH LIMITED, Silverton Mills, Bradninch, Devon ; Paper 1937 WIGGINS, TEAPE & ALEX PIRIE (SALES) LIMITED 
No. 642 Applicable also to traffic consigned by two Associated or Subsidiary No. 682 Mansell Street, Aldgate, London, E.1 Paper ex Dover 
Companies 1937 THE FREEDER CREPE PAPER MILLS LIMITED, Lea 
937 HENRY MEL LOR & SON, Brook’s Yard, Market Street, Hudders- No. 683 Road, London, E.10; Paper, et 
No. 64 field ; Woollen and Worsted Cloth 1937 GIBSON BROTHERS (LIVERPOOL) LIMITED, Kempston » 
1937 A. & S. PORTALS LIMITED, Stowford Mills, Ivybridge; Papet No, 684 Liverpool, 3; “ Gibro” Table Delicacies 
No. 644 1937 HARTLEY, SONS & CO. (HEBDEN BRIDGE) LTD., Linden W 
L937 rHE SHIELDS ICE «& ¢ OL D STORAGE CO. LTD.. North Shields No. 685 Hebden Bridge: Clothing 
No. 645 Preserves, Provisions, ¢ 1937 LENNARDS LIMITED. Queen's Road. Bristol. 8; Boots and st} 
1937 TATTIS POTATO CR isPs LIMITED, Aughton, Ormskirk; Potato No. 686 ete. 
No. 646 Crisps 1937 RYLANDS & SONS LTD.. High Street, Manchester, 4: Draper 
1937 WIGGINS, TEAPE & ALEX PIRIE (SALES) LIMITED, Aldgate No. 687 Textiles 
No. 647 House, 46/58, Mansell Street, London, E Paper, etc., ex London 1937 THORNBER BROS. LTD., Square Works, Mytholmroyd, \ 
Applicable also to traffic consigned by two Associated or Subsidiary No. 688 Poultry, Chicken Brooders and Fittings 
Companies 1937 E -Y ” : CO. LTD., 50 & 52, St. John Street, West Smithtield, Lor 
1937 WALTER GREGORY & CO. LTD., Wellington, Somerset: Cattle No. 689 ‘1: Cooked Meats, etc 
No. 648 Medicines, ete 1937 THE PILE FABRIC MANUFACTURING CO. (BRADFORD) LTD 
1937 DUSMO CO. LTD., Angel Road, Edmonton, London, N.18: Sanitars No. 690 Industry Works, Bradford, Yorks Furnishing Fabrics 
No. 649 Sweeping Powders, et« 1937 THE SHIELDS ICE & COLD STORAGE CO. LTD., North sh 
1937 THE EMU WINE CO. LTD... Emu House, St. Leonards Street, Bromley No. 691 Preserved Food, ete 
No. 650 by-Bow, London, E.3:; Wines, ete 1937 CC. F. TAYLOR & CO. LTD., Shipley Knitting Wool 
1937 CALOR GAS (SCOTL AND) LIMITED 1A, Blythswood Square, Glasgow No, 692 
No. 651 C.2 Butane Gas 1037 W. A. TURNER, “ The Garden Factory Stowmarket Prese 
1937 THE WALL PAPER MANUFACTURERS LIMITED, 125, High No. 693 Meat, etc. 
No, 652 Holborn, London, W.C.1; Paint and Wallpaper 1937 = VICTORIA CREAMERY CO. LTD Airdrie Bakers’ | g 
ipplicable also to traffic consiqned by fifteen Associated or Subsidiary No. 694 ream, ete 
Companies. 1937 ROSE. MORRIS & CO. LTD., 57, City Road, London, E.C.1; M 
1937 M. SAPER LIMITED, Argall Avenue, Lea Bridge Factory Estate No. 695 Instruments, ete 
No. 653 London, E.10; Confectionery and Sugar 1937 THE DISTRIBUTERS AND TRANSPORTERS LIMITED (MESSKs 
19 BRITISH HOME STORES LIMITED, Abbey House, 221, 223, Baket No. 696 UNILEVER’S DISTRIBUTING ORGANISATION), Unilever Hous 
No. 655 Street, London, N.W.1; Earthenware and Glassware. Blackfriars, London, E.C.4; Margarine, Lard, ete 
1937 DUNN’S FOOTWEAR LIMITED, Willoughby Lane, Tottenham, N.17 Applicable to traffic consigned by two Associated or Subsidiary Companies 
No. 656 Boots, Shoes, etc 1937 SPERRYN & CO., Moorson Street Works, Birmingham, 6: Hardware 
1937, GORDON & PHILLIPS LIMITED. Russell House, Russell Street No. 697 ete. 
No. 657 Nottingham: Cardboard, et« Applicable also to traffic consigned by three Associated or Subsidia 
1937 MORNING DEW PRODUCTS LIMITED, Gaul Street, Bulwell, Companie 
No. 658 Nottingham; Fruit and Vegetables, in tins, Peas, dried 1937 MONSAN TOC HEMICALS LIMITED, Victoria Station House, Victori 
1937 J. & H. PHILIPS & CO. LTD., Church Street, Manchester; Drapery No, 698 Street, London, 5S.W.1 Disinfecting Fluid. 
No. 659 and Textiles 1937 MONSANTO CHEMIC AL S LIMITED, Victoria Station House, Victor 
1937 THE SOUTHERN OIL CO. LTD., Westinghouse Road, Trafford Park No. 699 Street, London, 5.W.1 Empties returned to the Trade 
No. 660 Manchester, 17 Lard and Lard Substitutes 1937 THE FORE STREET WAREHOUSE CO. LTD., 104, Fore strect 
1937 THOMSON & CHARNOCK LIMITED, 16 to 20, Stanley Road, Liver No. 700 London, E.C.2; Drapery, ete 
No. 661 pool, 5; Poultry Food, ete 1937 RICHARD & CO. LTD., 10-18, Goswell Road, London, E.C.1 Clocks 
1937 A. H. TUCKER & CO. LTD., Wallbridge Mills, Frome; Cloth, Wool No. 701 ete. 
No. 662 ete 1937. FAUDELS LIMITED, 40, Newgate Street. London, E.C.1 Drapery 
1937 BENNETT BROS. (HOSIERY MANUFRS. & DYERS) LTD No. 702 Fancy Goods, ete 
No. 663 Southfield Road, Hinckley ; Hosiery 1937 ALBERT E. REED & CO. LTD., Maidstone, Kent ; Waste Paper 
137 BRITISH PATENT PERFORATED PAPER CO. LTD., Hackney No. 703 : : : 
No. 664 Wick, London, E.9; Toilet Paper, Paper Towels, etc 1937 THE DUCHESS OF DEVONSHIRE DAIRY CO. LTD., Tivertor 
1937 THE CALOR-GAS (DISTRIBUTING) CO. LTD., Belgrave House No. 704 Devon: Preserves and Provisions 
No, 665 Belgrave Street, Euston Road, London, W.C.1; Butane Gas 1937 THE FORE STREET WAREHOUSE CO. LTD., 104, Fore Street 
1037 CAPSEALS LIMITED, Trading Estate, Slough: Cardboard Con- No, 705 London, E.C.2; Drapery, ete 
No. 666 tainers, ete 1937. R. SUTCLIFFE & CO., Melbourne Works, Hebden Bridge ; Clothing 
1037. FAIRE BROS. & CO. LTD., Rutland Street, Leicester Drapery No. 706 
No. 667 ete 1937. THE WESSEX GLOVE CO. LTD., Yeovil, Somerset Gloves 
1937 HARDEN anes & LINDSAY LIMITED, 30-34, Mincing Lane No. 707 
No, 668 London, E } Tea, Coffee, Cocoa, etc 1937 A. P. BISHOP. Havertordwest Rabbits (dead) 
1937 ARTHI R H ARRISON & CO. LTD., Globe Mills, Victoria Road, No. 708 
No. 669 eds, 11: Cloth. 1937 GEORGE BRETTLE «& CO. LTD., 119, Wood Street, London, E.C.2 
1937 H. P. SAUCE LIMITED, Aston Cross, Birmingham, 6: Pickles, Sauce, No. 709 Gloves, Hosiery, etc 
No, 670 ete 1937 THE CELLULAR CLOTHING CO. LTD.. 14, Moor Lane. Londo: 
1937 rHE IMPERIAL TOBACCO COMPANY (OF GREAT BRITAIN AND No. 710 E.C.2; Shirts and Underwear 
No. 671 IRELAND) LTD., East Street, Bedminster, Bristol; Manufactured 1937 JOHNSON BROTHERS (DYERS) LIMITED, Bootle Dye Works 
Tobacco, ete No. 711 Liverpool ; Dyed and Cle _ Goods, et« 
W387 JEFFREYS, MILLER & CO. LTD., Leyland Mills, Wigan; Extract 1937 I. & R. MORLEY LIMITED, 18, Wood Street, London, £.C.2 ; Gloves 
No. 672 of Malt, etc. No. 712 Hosiery, ete 
Applicable also to traffie consigned by two Associated or Subsidiary 1937 WELCH, MARGETSON & CO. LTD., 16, Moor Lan:. London, E.4 
Companies No. 713 Textiles, ete 
1937 KAY (SPORTS & GAMES) LIMITED, Carlisle Road. The Hyde 1937 W. G. WHITE «& CO., 7, Love Lane, Wood Street. London, EK. 
No. 673 London, N.W.9; ‘Toys, ete No. 714 Clothing, etc 
1937 J. LYONS & CO. LTD.. Cadby Hall. Kensington, London, W.14 1937—- THE HORTON MANUFACTURING CO., LTD... Ebury Road, Rich 
No. 674 Provisions, etc No. 715 mansworth: Disinfectant, etc 
1937 NESTLE’S MILK PRODUCTS LIMITED, 6 & 8, Eastcheap, London 1937 JOHN NOBLE LIMITED. Brook Street, Manchester; Clothing, et 
No. 675 E.C.3; Chocolate, Cocoa, Confectionery, etc No. 716 
1937 NORTH BRITISH RAYON LIMITED, Clifford's Inn, London, E.C.4 ; Applicable also to traffic consigned by one Associated or Subsidiary 
No. 676 Artificial Silk Yarn Company. 
1937 S. NOTON LIMITED, Endurance Works, Blackhorse Lane, Waltham- 1937 EDWARD WEBB «& SONS (STOURBRIDGE) LTD., Wordsley 
No, 677 stow, E.17: Fibreboard Cases. etc. No. 717 Stourbridge, Wores.: Seeds, Packed Manure, etc. 
1937 PERGA LIMITED, 9/10, Bond Court, Walbrook, London, E.C.4:; 1937. HIGHAM CAINE & CO. LTD. (HIGHOO STORES), Chorlton Street 
No. 678 Waxed Paper Cartons, Tin Strips, etc No. 718 Manchester ; Clothing, etc. 
Applicable to traffic consigned by one Associated or Subsidiary Company — also to traffic consigned by one Associated or Subsidiar 
1937 ROMAC MOTOR ACCE sone S LIMITE Romac Works, The Hyde, Company. 
No. 679 Hendon, London, N.W Motor prawn hs ete 1937 CARRONGROVE PAPER CO. LTD., Carrongrove Paper Mills, Denny 
No. 719 Stirlingshire ; Paper. 
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December 17, 1937 


‘he Bengal and North Western Railway 
Company Limited 


‘YVHE Directors are pespeee d to receive 
' Tenders 


for the supply of 

SETS SCREW COUPL ING BUFFERS 

FOR WAGONS, 

per Specification to be seen at the 
’s Offices. 
enders addressed to the undersigned, and 
elope marked “ Tender for Buffers,” with 
name of the firm tendering, to be lodged 


Com- 


later than Noon on the llth day of 
January, 1938. 

or each Specification a fee of 10s. will be 

ged, which cannot, under any circum 


stances, be returned. 
he Directors do not 
pt the lowest or any Tender. 
By Order of the Beard, 
J. WILLIAMSON, 
Managing Director 


bind themselves to 


Gresham House 

Old Broad Street, 
London, E.C.2 

1th December, 1937. 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


MIVHE apne & SOUTHE : A MAHRATTA 
RALLWAY COMPANY MITED invite 
F a oy 


1) LOCOMOTIVE ENGINES AND TENDERS 
BROAD | GAUGE; 2-8-2 LIGHT GOODS 
“ZED” TYPE. 


Tender can be 


Specification and Form of “a i 
Victoria 


obtained at the Company’s Offices, 123, 
Street, Westminster, London, 8.W.1. 

Fee ONE GUINEA, which will not be 
returned. 


Tenders must be submitted not later than 
2 o’clock p.m. on TUESDAY, 18TH JANUARY, 
1938. 

The Directors do not bind themselves to 


accept the lowest or any Tender and reserve 
to themselves the right of reducing or dividing 
the order. 
By Order of the Boz 
G. W. V. DE RHE. PHILIPE, 


Secretary. 
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Universal Directory of Railway Officials 
and Railway Year Book 
43rd Annual Edition, 1937-38 


This unique publication gives the names of 
all the principal railway officers throughout 
the world, together with essential particulars 
of the systems with which they are connected. 
Much general and statistical information about 
railways is also concisely presented. 


Price 20/- net. 


THE DIRECTORY PUBLISHING CO. LTD. 
33, Tothill Street, Westminster, S.W.1. 


fi ITAL ADVERTISEMENTS intended for 
insertion on this page should be sent in 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this pase for the current week’s issue is noon 
on Thursday. All advertisements should be 
addressed to :—The Railway Gazette, 33, Tothill 
Street. Westminster, London, 8.W.1. 








RAILWAY AND OTHER MEETINGS 
Madras & Southern Mahratta Railway Co. Ltd. 


The annual general meeting of the 


Madras & Southern Mahratta Railway 
( Ltd. was held at 123, Victoria 
Street, London, S.W.1, on December 
i5, Brig.-Gen. Sir Charles L. Magniac, 

M.G., C.B.E., Chairman of the com 
pany, presiding. 

The Secretary (Mr. G. W. V. de Rhé 
Philipe, O.B.E.) read the notice con 


ening the and the auditors’ 
eport. 
Ihe Chairman, in 


tion of the 


meeting 


moving the 
and 


adop 


report accounts, said 


at the capital expenditure totalled 
kts. 3-84 lakhs, or roughly £28,000, as 


with Rs. 21-33 lakhs in 
The major proportion was 


inpared 


935-36. 


iarged to rolling stock, namely, Rs. 
lakhs, or about Rs. 1} lakhs less 
than the amount under this head in 
he previous yeat The sum debited 
way and works was only Rs. 1-79 
ikhs, which was about Rs. 8} lakhs 
ss than in the year 1935-36. The 
bove were abnormally low figures, due 
the fact that all the large capital 


vorks had been completed and no new 


mstructions had been undertaken. 
Gross earnings, totalling Rs. 747-37 
khs, were Rs. 16-34 lakhs more than 
n the previous year. The whole in- 
rease was attributable to goods earn 
ings. On the other hand, coaching re 
ipts were some Rs. 7-77 lakhs less 
than in 1935-36. The company con- 


tinued to suffer from the competition 
f road transport, both by coaches and 
although efforts to combat this 
shape of lower fares 
diesel-electric rail- 
eoods rates, and 


lorries, 
ompetition in the 
ind parcel rates, 
ar services, reduced 


ccelerated goods services had to a 
ertain extent offset their losses. Until 


the vital question of the regulation of 
road transport had been settled by the 
Government in a way which would be 
fair to all transport undertakings, both 
rail and road, the difficulties of main- 
taining even the present level of earn- 
ings must continue to occupy the 
inxious attention of the administration. 


Working expenses were Rs. 1:61 
lakhs lower than in 1935-36, namely 
449 86 lakhs. It was satisfactory that 
the percentage of working expenses 
to gross earnings had been reduced by 


1-6 per cent. to 60-2 per cent. 
As to net earnings, the sum _ of 
£146,241 14s. 7d. received from India 
as surplus profits was some £27,000 
more than the receipts for 1935-36. 
Payment of a final dividend on Janu 
ary 1 next of 4} per cent., making 8} 
per cent. for the year (compared with 


8 per cent. the year before), would be 


made by withdrawing £50,000 from 
the dividend equalisation fund, which 


would then stand at £45,000. 

The Agent painted rather a gloomy 
picture of prospects for the second half 
of the current year. He expected gross 
earnings would be adversely affected by 
the fall in the price of groundnuts, the 
increased production of cotton in 
America, and the loss of the Japanese 
market for this commodity, also to a 
small extent by the floods on the North- 
West and North-East Lines in Novem 
ber. Working expenses would inevit 
ably show a marked increase. Also, in 
the last quarter of 1937, they had to 
allow for certain revenue expenditure, 
due to the handing over of the Mysore 
Railways to the Mysore Government 
and the termination of their existing 
contract. They might hope, however, 
that the surplus profits for the 9 months 
ending on December 31. 1937, would 
approximate to those of the correspond- 
ing period of 1936. 

The new contract with the Secretary 
of State was finally executed on 
March 24, 1937, but would not come 
into force until January 1, 1938. The 
board had again felt the advisability of 
deputing one of its members to visit 
India this winter owing to the manv 
important questions, decisions on which 
would be facilitated by discussion with 


the Railway Board and _ provincial 
authorities, and for this purpose the 
Deputy-Chairman, Colonel Bonham- 


Carter, left England on November 19 
last. He was expected to remain in 
India until about the middle of Feb- 
ruary next. The question as to whether 


their company came within the scope of 
the Industrial Profits Tax (National 
Defence Contribution) was under con- 


sideration by the Inland Revenue 
Authorities, and until a decision was 
made on this matter the company’s 


liability could not be ascertained. 
The report and accounts were unani 
mously adopted. after which the Chair- 
man proposed: ‘‘ That for the _half- 
vear ending  Aagsce 31, 1937, a divi- 


dend of £2 15s. per cent., in addition 
to the guaranteed interest of £1 15s. 
per cent. to be received from the 


Government, or £4 10s. per cent. in all 
be paid on the company’s capital stock 
on January 1 next to all ordinary stock- 


holders on the register on Decem- 
ber 15.’’ 
This resolution was carried unani 
mously. 








FOREIGN INVESTMENT 
Trust LimiTrEep.—At the ninth annual 
general meeting of this company on 
November 22, Viscount St. Davids said 
that the cause of the great fall in the 


RAILWAYS 


securities held was the Argentine ex- 
change. During the last six years the 
four main Argentine railways in which 


the company was so largely interested, 
had a loss on exchange between them of 
£18,553,000, or an average of £3,092,000 
a year . 


ANOTHER ACCIDENT IN SPAIN.— 
\fter the serious accident at Valencia on 
December 4, reported in these columns 
last week, a second disaster is recorded. 
This cccurred between Vinaroz and 
Tortosa, near the Galera viaduct, where 
the Valencia mail train ran into a 
wagon which had been blown by the 
wind out of a wayside station. The mail 


train was derailed and two of the 
passenger coaches rolled down an 
embankment. Eleven bodies were 


recovered and over 
brought to Tortosa. 


80 injured were 
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Railway Share Market 
Holiday. intluences have resulted in a active around 29} following news of the £40,000 rise in receipts shown by 
reduction of business in the stock and past weck’s £69,000 traffic increase, but past week's traffic return was, how 
share markets to very small proportions the 4 per cent. preference at 82 and the below anticipations The first preter 
On balance the general tendency has been { per cent 1923 preference at 70} were was steady at 67. Southern deferre: 
for prices to move against holders, but out of favour. In respect of 1936 the 4 maintained at 19, but the preferred 
the undertone appears to have been much per cent. preference dividend was earned dull at 863, sentiment being influ R 
teadier than might have been expected 1} times and the 4 per cent. 1923 pre to some extent by the traffic figu 
bearing in mind the added uncertainty ference dividend about 1} times. The which give an increase of only £3,900 eo 
regarding international affairs shown at market still remains hopeful that the pay for the past week London Tran 
he beginning of the week ment on the ordinary may be raised to ‘C’”’ went back to 79? but later ‘ 
On Wednesday a firmer tone developed 2 per cent. for 1937. Great Western ordi wroved te 80 
n Tiome Railway securities in sympathy nary stock was somewhat more active, Argentine Railway stocks wer 
vith the general tendency of markets it 62) partly becuse of attention drawn itive at the beginning of the wee! 
ind some of the jumior stocks improved to the attractive potential yields, assum hopes that the Argentine Govern 
fractionally but the traffic figures, al ing current estimates of a 4 per cent nay shortly grant the request for 
though not unsatistactory, proved below lividend are realised The £20,900 gain creased transport rates. Chis is, howe 
narket expectations rhe disposition is in the past week’s traffics was up to best not generally expected until early in 
to assume that between now and th inticipations. L.N.E.R. second preference new year. B.A. Gt. Southern and Ce1 
iunouncement of the dividend decision was lower on balance at 257 and _ frac \rgentine preference stocks  remai 
in February there may be considerable tional declines were also made by the steady. Elsewhere a point of inter 
expansion of interest in Home Railway preferred and deferred stock Neverthe was moderate improvement in San Pau 
tocks, granted markets become reason less, dividend prospects of the second Nitrate Rails and Antofagasta were low: 
ibly active preference shares continue to be viewed small fluctuations were shown by ¢ — 
L.M.S.R. ordinary was rather more as encouraging in the market. The dian Pacific \ 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
; 3 | 
, BY : I. 
Traffics for Week re Aggregate Traffics to Date Prices Pp 
t 
=, Miles Week = share = | 
Railway 936.37 Ending ie arate! | ae Totals sale 0 Zo =m jae © 
oe Total compared in Increase or — ES £2 58 ¢ 
this year with 1936 :2 This Year | Last Year poetnease ey |} 3s” | an . 
= N 
a) 
é j { f £ 
( Antofagasta (Chili) & Bolivia 834 12.12.37 14,890 930 50) $33,340 700,030 + 133,310 Ord. Stk. 25 15l4 14 Nil » 
Argentine North Eastern 753 11.12.37 8,530 439 624 231,870 224,075 + 7,795 me 12 2 6 Nil x 
Argentine Transandine - — — - aa = wis es A. Deb. 54 45 88 : me 
Bolivar 174 Nov., 1937 2,600 - 2,400 48 55,650 68,600 — 12,950 6p.c. Det 4 5 8in_——‘Nil — 
Brazil - — — — — - -- ~- Bonds 16 lilo BBE 4516 
Buenos Ayres & Pacific 2,806 11.12.37 78,164 9,508 24 1,877.483 1,825,601 $ 31,882 Ord. Stk 1712 6 7 Nil 
Buenos Ayres Central 190 13.11.37 $100,300 — $54,200 20 $2,774,800 $2,775,300 — 3500 Mt. Deb. 3112 11 2219 Nil 
Buenos Ayres Gt. Southern 5,084 11.12.37 139,330 + 10,006 24 2,946,464 2,716,520 4 229,944 Ord. Stk 3134 1354 19 Nil 
Buenos Ayres Western 1,930 11.12.37 46,526 } 1,822 24 1,088,152 992,759 + 95,393 es 2934 11 141 Nil i 
« | Central Argentine 3,700 11.12.37 124,302 - 23,752 | 24 3,022,317 3,308,337 — 286,020 nie 32920 R34 15 Nil . 
2 Do = — — -- -- -- ~ -- Dfd 21 4l9 7 Nil ff 
2 | Cent. Uruguay of M. Video 980 4.12.37 20,679 152 23 $74,745 - 998 Ord. Stk 734 3 ; Ni! 
& | Cordoba Central 1,218 11.12.37 24,880 7,970 24 749,780 - 26,260 Ord. Inc 5 1 21 Nil — 
< | Costa Rica 188 = Oct., 1937 22,580 + 3,354, 18 101,026 + 29,037 Stk 36lo 32 : 7 
4 | Dorada 70 = Nov., 1937 15,800 100 48 170,100 + 13,600 1Mt. Db. 107 10112 107 5916 I N 
= Entre Rios 810 11.12.37 13,288 1,564 24 320.400 04,819 + 15,581 Ord. Stk 17 6 7lg | Nil wis 
© | Great Western of Brazil 1,092 11.12.37 12,500 50050) $03,500 113,990 $09 = Ord. Sh lp 316 33 sONi » 
~ | International of Cl. Amer. 794 Oct., 1937 $443,577 + €149,452 44 $4,870,123 $4,223,770 + $646,353 one — —_ A 4 
“ | Interoceanic of Mexico — -- - -- ~ _ _ Ist Pref lo -/6 1p ~=—“Nil . 
= | La Guaira & Caracas 228 Nov., 1937 4,865 240 48 56,685 50,475 + 6,210 Stk. 9 3 Slo ‘Nil 
3 | Leopoldina 1,918 11.12.37 20,838 393-500 1,150,542 983,599 + 166,943 Ord. Stk 1012 31g $lo Nal bee: 
A | Mexican ' - 483 7.12.37 $274,400 $26,800 23 $6,688 500 = $6,112,500 + $576,000 = 1l,4 lq lo Nil I M 
Midland of Uruguay 319 Oct., 1937 8,915 + 76 «#418 32,602 32,299 } 303 iS lo le ly Nil see 
Nitrate 384 30.11.37 3,851 4 2.212 48 139,513 109,544 + 29,969 Ord. Sh. 63/6 41/9 23); | Nu Wwa\ 
| Paraguay Central 274 11.12.37 $4,393,000 +4+$1,016,000 24 $78,304,000 $60,913,000 +$17.391,000 Pr. Li. Stk 85 71 7719§ 7 ' ’ 
| Peruvian Corporation 1,059 Nov., 1937 79,177 + 8,955 22 427,128 419,273 r 17,855 Pref 15 9 5 Nil pres 
| Salvador 100 4.12.37 25,250 €5,250 23 ¢296 845 ¢272,308 | + ¢24,537 Pr. Li. Db 18 16 22!5 | ‘Nil ® } 
| San Paulo 1534 5.12.37 31,955 1,054 49 1,591,406 1,443,832 4 147,574 Ord. Stk. 86 461> 6215 s neg 
| Taltal 160) =Nov., 1937 3,465 - 925 22 16,350 16,810 469 Ord. Sh 11535 14! 54 135 ¢ the 
| United of Havana 1,353 11.12.37 14,728 $276 24 390,523 369,738 + 20,785 Ord. Stk. Bl, 1 2 Nit 7 
| Uruguay Northern 7 Oct., 1937 979 - 192 18 3,384 3,771 387. Deb. Stk 5 3 jlo ~—s Nill 19]; 
= (Canadian National 23,767 7.12.37 751,497 26,890 49 37,186,933 34,601,860 + 2,585,073 - - — _ Het 
3 f Canadian Northera - — —_ —_ — os ane — 4p.. Perp.Dbs. 76 51 641, 651 ¢ tl 
S ) Grand Trunk — — — — — — — 4p.c.Gar. 10434 9954 i919 4 ee 
~ | Canadian Pacific 17,228 7.12.37 571,200 + 10,000 49 27,136,000 25,823,200 + 1,312,800 Ord. Stk 1634 1015;6 3 Nil yeal 
‘“ Geo 
Assam Bengal 1,329 = 10.11.37 659 30 827,867 781,774 + 46.093 Ord. Stk. 8734 82l, 78108 S116 _ 
Barsi Light , 202 20.11.37 + 5,775 32 84,517 70,575 + 13,942 Ord. Sh. 7712 65l2 53 9716 latel 
Bengal & North Western 2,107 30.11.37 4,157 10 441,224 445,899 — 4,585 Ord. Stk. 319 2925, 308 5idi¢ ‘ 
+ | Bengal Dooars & Extension 161 =. 20.11.37 1,575 32 96,293 86,073 + 10,220 fa 12712 118 861, 7 nal 
= 4 Bengal-Nagpur 3,268 30.11.37 16,114 34 4,003,956 4 536,342 a 104 10014 91 4716 she 
a | Bombay, Baroda &Cl.India 3,072 10.12.37 34,275 36 2 5,685,825 4 321,300 te 114 11919 1111, 5: 
™ | Madras & Southern Mahratta, 3,229 10.11.37 2.531 30 3,315,735 3,267,066 4 48,669 #3 11612 10812 161g 8 war 
Rohilkund & Kumaona ' $72 30.11.37 596 «10 70,284 74,698 - 4,414 ss 311 286 03 5116 
South Indian 2,531$ 10.11.37 98,664 2,868 30 2,574,073 2,478,580 + 95,493 re 1071g  1025;6 1004s§ + ost, 
Iie 
{ Beira-Umtali 204 = Sept., 1937 98,053 + 13,994 52 975,721 803,277 é 172,444 —_ — — - Tl | 
| Egyptian Delta 620 20.11.37 8,211 - 1,463 32 168,065 158,078 4+ 9,987 Prf. Sh fl, 153 11, Nil and 
| Great Southern of Spain - —- _ —_ _ — — — Inc. Deb Ilo lg 3le il | 
| Kenya & Uganda 1,625 Oct., 1937 189,128 4+ 6,241 44 2,303,239 2,131,029 + 172,219 — - - - - boat 
3 | Manila , : — _ = — _ — os — B. Deb 5012 37 4512 8 the 
2 < Midland of W. Australia 277 ~=—- Oct, 1937 16,749 471 18 54,675 54,054 4 621 Inc. Deb. 97 931p 95 415 
« | Nigerian 1,900 6.11.37 61,552 12,475 2 1,484,021 1,088,285 + 395,736 —_ — — - lor 
> | Rhodesia 2,451 Sept., 1937 432,312 + 96,504 52 4,635,398 3,543,364 + 1,092,034 — - -~ — Bi 
| South Africa 13,263 20.11.37 67',987 4 56329 34 21,640,132 20,310787 + 1,329,345 ~ - — _- I ag 
| Victoria 4,774 Tune, 1937 793,223 + 89,530 52 10,135,291 9,689,925 + 445,366 - - - —_ - t in 
| Zafra & Huelva 112 Sept., 1937 15,397 n 8.641 39 117,046 65,948 + 51,098 - — - : 
Geol 
. * ing 
Notre.—Yields are based on the approximate current prices and are within a fraction of 1|)¢ Ing | 
+ Receipts are caleulated @, Is. 6d. to the rupee § ex dividend. Salvador and Paraguay Central receipts are in currency. valle 
he variation im Sterling value of the Argentine paper peso has.jately been so great that the method of converting the Sterling weekly receipts at the par rate of exchang the © 
has proved misleading, the being o imated. The stat ts are based on the t rates of exchange and not on the par value. 








